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Mogul Freight Locomotive.—Baltimore & Ohio Rail- 
road. 


The il‘ustration, on the inset accompanying this number, 
which is taken from the enlarged edition of ** Recent Loco- 
motives” just puolished, represents a fine Mogul freight 
locomotive constructed by the Baltimore and Ohio Railroad 
at their shops at Mount Clare, Baltimore, 

The following are the leading particulars of the engine : 
Celisders, diameter and stroke...........-.ee.ee. 19 in. X 24 in. 
Drivers, diameteron tread ... ie Se ies 60 in. 
Tractive f ree per lb. average pressure in cylin- 

RU  ..---ssee 35S eae “0 as eninis e ead he ito racine ease 144 + lbs. 


Total weight on coupled wheels... .... . . ....... 87,400 Ibs. 
Tractive force, assuming average pressure in cy- 

linders to be .85 boil-r pressure... 2... 0 wees 37,184 Iba. 
T:active force + weight on coupled wheeis........ as 
Warr Wet SS TS. 140 lus 


Boiler shell plates 


} <anainvatekat tee in steel. 
Outside fire-box plates... 


. 36 in. steel. throat 7-16 10. 


In~ide NS bsetaen ac -.5 16 in. steel, crown 3 in. 
PIO GROOE, TROD ce rcdiciccs scckad bbLEbEEEI eed in. steel. 

" BE eg in bdo 0a nee anh amecee eatin iene in. steel. 
a Shed or FE vines nee the gsae 54s «ce oat 
DOPUEOE SOURIS Foc 6ks cece, any ath Bisrcencareress 7% in. X Sin. 


Hammered iron. 
-..---) Maio pin. 5 in, x 434 in., 44 in. K 5 in. 
( Frout and back, 34 in. x 3% in. 
iy ....- Hammered iron, 3 in. diameter. 
i toe abt ‘ast iron. 
aaa Steel. 30 in. diameter. 


The spark-arrester device is somewhat peculiar. No deflec- 
tor-plats is employed, a perforated basket apparently serving 
the same purpose, This form of spark-arrester is, we under- 
stand, the invention of Mr. A. J. Cromwell, formerly Super- 
intendent of Motive Power of the line, and is largely used on 
the Baltimore & Ohio. 

The driving-wheels are of larger diameter than is usual on 
freight engines, and the engine has an ample amount of ad- 
hesion in proportion to the tractive force. Assuming that 
119 Ibs. per square inch is about the highest average pres- 
sure likely to be reached in the cylinders, the co-efficient of 
adhesion is about 1-5. In most American engines it is about 
}{, and in some engines lately built for a Western road it isas 
fow as 1-3.3. In all cases the average effective pressure on 
the pistons has been taken at 85-100 of the boiler pressure. 


Crauk-pius .... .. 


Piston-rods .. ...... . 
Pony-truck wheels 








international Railway Exposition and Congress, Paris, 


An International Exposition will be held in Paris, from 
May to October, 1887, when a railway jubilee will be 
solemnly celebrated. 

This exposition will comprise the varions industrial and pro- 
fessional branches connected with railways, such as engineer - 
ing and mechanics, locomotives, machinery, passenger coaches 
and freight cars, hoisting and wrecking apparatus, apparatus 
for heating and lighting, apparatus for intercommunication, 
couplers and other railway appliances, building, furnishing 
and conveyance material, metallurgical and electrical ap- 
paratus, etc., etc., etc. 

At the same time an International Railway Congress will 
be held by delegates from railway companies, chambers of 
commerce, scientific and professional societies, for the discus- 
sion of important questions of management, exploitation, 
maintenance, rolling stock, security, traffic, etc.. etc. 

Manufacturers and all others interested in the United St >tes 
are earnestly invited to co-operate in order to secure such an 
exhibit as will enhance their prospects of foreign trade, and 
at the same time display the unexampled progress uf their 
country. JoHN W. Weston, 

Commissioner-General of the United States, 
Nos. 230-236 La Salle street, Chicago. 

The French Organization Committee, appointed to provide 
for the semi-centennial celebration, reports that it will con- 
sist of the following : 

1. International Exposition of Railway Appliances and 
[ndustries. 

2. International Railway Congress for the Discussion of 
Tariffs. Safety, Comfort, etc., etc. 

8. Official Ceremony of the Opening of the Line, Paris-St. 
Germain. 

: es Sereeting of a Statue to Mare Seguin and Railway 
Jubilee, 








Georgia Railroad Commission. 


The Railroad Commissioners of Georgia, Messrs. Campbel] 
Wallace, L. N. Trammell and Alexander 8. Irwin, have sub- 
mitted the following annual report to the Governor of the 
state ; 

We have the honor to present the following statement of 
the operations of the Railroad Commission since the date of 
our last report. 

So far as tbe action of the Commission is embraced in the 
circulars issued from time to time it can be readily under- 
stood by reference to the circulars which are hereto appended 
and which in each case shows on its face the object for which 
they were issued. 

It will be seen that four new railroad companies, namely, 
Dublin & Wrightsville; Rome & Carroilton: Americus, 
Preston & Lumpkin and Buena Vista & Ellaville have ap- 
plied to the Commissioners for a tariff of freight and passen- 
ger rates. These have been furnished and the roads are now 
operating under them, 

Questions of much importance, involving sections of the 
act creating the Railroad Commission, have come before us 
and bave ben decided. 

The first is the case of the Atlanta Chamber of Commerce 
against the Southern Railway & Steamship Association, The 
nature and character of this case, the ruling of the Commis- 
slovers therein and the grounds on which the ruling is based 
are fully set out in the decivion which is hereto attached. 

The next come the eases of John N, Dunn and Aaron Haas 
against the East Tennessee, Virginia & Georgia and the 
Western & Atlantic railroad companies. These cases in- 
volved a construction of section 5 of the Act creating the 
Commnussion, and particularly the proviso to that section. 

In each of those cases the constitutionality of certain parts 
of that.act was assailed. The Commissioners. however, re 
stricted their decisions to a construction of he different 
sections of the act in question, and declined to consider or 


upon the constitutionality of lawsis Entrusted tothe Judiciary 
department of the government. In our view, the Commis- 

sion is nut a branch of the Judiciary of the state, but is a 

legislative agency created to perform certain legislative 

duties which can ‘be more conveniently performed through 

that agency than .is practicable by the direct action of the 

Legislature. This is the view of the character of the com- 

mission taken by our own Supreme Court and by Mr. Justice 

Woods in what is known asthe Tilly case in the United States 

Circuit Court at Savannah. 

In the cases of Dnun and Haas against the railroad com- 
panies, which were heard together, a demurrer was inter- 
posed upon the ground that it would be a violation of the pro- 
vision of the federal constitution, which reserves to Congress 
the exclusive right to regulate commerce among the several 
states, fur the Commission to take jurisdiction of the case and 
— the relief prayed for, and by the Western & Atlantic 

ilroad Co. upon the further ground that that company, 
by virtue of its contract ot lease with the state, is not subject 
to the operation of the Jaw creating the Commission. 

These demurrers were overruled in the decision which is 
appended to this report. The decision went no further. We 
had formulated no rule or circular on the subject, and had 
arrived at no decision on the merits of the cases, 

The Western & Atlantic Railroad Co. then filed a biil 
against the Commissioners in the United Circuit Court for 
the Northern District of Georgia, containing substantially 
the grounds set out in 1ts demurrer, and praying for an 
injunction against the Commissioners, restraining them from 
making a rule or order on the subject. 

The application for injunction came on to be heard before 
Mr. Justice Woods of the Supreme Court of the United 
States, who held that the application for injunction was pre- 
mature, and declined to grant the same. 

He directed the bill, however, to be retained for the pur- 
pose of having the question adjudicated as to the jurisdic- 
tion of the Somuntanion over that company under the 
allegations of the bill. The case is still pending in the Cir- 
cuit Court, so far as we are informed. 

On the argument in the first instance before the Commis- 
sion, and afterwards before Justice Wvuods a decision of the 
Supreme Court of the State of Illmois in the case of the 
— of Illinois against the Wabash, St. Louis & Pacific 

ailroad Co. was relied on as showing the right of the Com- 
mission to entertain the cases made by Dunn and Haas and 
grant the relief they sought. 

In the Iliinois case it was alleged that the railroad com- 
pany charged one party 15 cents per husdred pounds for 
transporting goods from Peoria, Ill., to New York city, and 
on the same day charged another party 25 cents per hundred 
for the same class of goods from Gilman, IIl., to New York, 
Gilman being 86 miles nearer than Peoria to New York, and 
that this constituted unjust discrimination, which was pro- 
hibiced by the laws of that state. 

The Illinois Court sustained the action, which was one of 
debt brought against the railroad company under the stat- 
ute for unjust discrimination, holding that the act was not to 
be limited in its application to freights carried from one 
point to another wholly within the state, but may as well 
apply where the carriage is from a point within the state toa 
point without the state. 

The Commissioners were informed that the Illinois case 
had been carried by the railroad company to the Supreme 
Court of the United States and had already been argued be- 
fore that Court. Under these circumstances it was deemed 
gl to suspend all further action in the cases of Dunn and 

aas until the Illinois case should Le decided. 

The decision of the Supreme Court of the United States 
has recently been pronounced and is adverse to the view 
taken by the Supreme Court of Illinois. The majority of 
the Court is reported to have decided that the Illinois statute, 
as applied to freights going out of the state, was a regulation 
of interstate commerce, which can only be appropriately 
made by general rules and principles which demand that it 
should be done by Congress under the commerce clause of the 
constitution. 

Three members of the Court, including the Chief Justice, 
dissented from this opinion, and are reported to bave held 
that in the absence of legislation by Congress on the subject 
the states could legislate thereon. 

We have not seen the text of the decision. It is to be 
hoped that it will go far toward determining mavy difficult 
and perplexing questions now arising in the different states 
of the union as to the power and limits of state authority on 
such subjects. 

It is to be regretted that on a question of so great impor- 
tance and such general interest that high tribuval should be 
divided in opinion. 

The failure of Congress so far to legislate on this subject 
will, under the decision of the Supreme Court, practically 
leave the citizeus of the country. in many instances, subject 
to unreasonable changes and unjust discriminations for 
which no remedy is provided by law. 

Circular number 48, issued by the Commission in May, 
1884, prescribed that a charge of no more than $2 per car 
would be allowed for switching or transferring cars from 
any point on any road to any connecting road or warehouse 
within a space of three miles from the starting point. 

lt was claimed by some of the railroads that the words 
‘per car” used in the circular meant a car-load of 20,000 
pounds, and that when a car weighed more than 20,000 
pounds the road could charge for the excess in the same 
proportion for this service. The matter came before the 
Comumnission on complaint made, and we decided that under 
the circular referred to no more than $2 per car, without re- 
gard to weight or contents, could be charged. 

A revision of the Commissioners’ classification has become 
necessary in order to embrace many articles that are not now 
included therein, as well as to note changes that bave been 
made in the classification of certain articles since the original 
classification was made. The Commissioners are now en- 
gaged on this work. 

Matters are frequently brought to our attention by parties 
in different parts of the state over which we have no juris- 
diction, and many requests come to us for in‘ormation on 
subjects supposed to be within our knowledge reiating to rail- 
roads. The information is promptly given if in our power, 
and when we cannot take cognizance of the subject matter of 
applications we refer the party to what we consider the 
proper quarter to apply for relief. 

The operations of the Commission while affording, as we 
believe, reasonable satisfaction to the pe»yple. have not in our 
judgment worked injury or injustice tothe railroads. Ine 
reports of the different compauies recently raxde to this of- 
tice of their operations for the past year, notwithstanding the 
general depression that affects the prosperity of the country 
show in almost every instance a striking increase in their 
business and earnings, 

With a view of Obtaining reliable information as to the 
railroads now being constructed in the state. the Commission 
issued circular No. 77, calling upon all railroads doing busi- 
ness in the state, and ail companies having railroads under 
construction to make quarterly reports to the Commission, 
the first to be filed by Oct. 10, 1886, showing number of 
mules of track laid durimg the quarter and pumber of miles 
graded and number poe length of sidetracks laid during the 





determiue the constitutional objectious made. 
By the constitution of the state the duty of pronouncing 








revious to the time of making their first report. This circu- 
er has met with but a partial response trom the railroad 
companies. Enough information, towever, has been obtained 
to warrant the beiief that perhaps as many miles have been 
constructed within the past year as ever before in the history 
of the state. About 200 miles of track has been laid, and the 
incomplete reports we nave show that more tban 100 miles 
bave been graded upon which the track has not teen laid. Sev- 
eral other lines of magnitude and importance have been pro- 
jected, and seem in a fair way of being pushed to successful 
completion. 

The General Assembly of the state by the act of Sept. 27, 
1883, amendatory of the act creating the Railroad Commis- 
sion, provided that not more than 50 cents per square of 
usual advertising space, whep less than a column was occu- 
pied, or more than $12 per column when as much space as a 
column or more is occupied, should be charged by the news- 
papers doing the work for the publication of the schedules 
estab ished by the Commission, or any changes or revisions of 
such schedules. The law designates the cities of the state 
where this publication shall be made. 

The newspapers in the places designated claim, and we 
think justly, that the amountallowed by law is inadequate 
——- for this service. 

e respectfully recommend that $1 per square be allowed 
for these publications when space less than a column is occu- 
pied, and $20 per column when that much or more space is 
occupied. 

The appropriation allowed by law to the Commission for 
office rent, furniture, stationery and printing is inadequate. 
With the closest economy we have been unable to keep our 
expenses within the appropriation. The office is in need of 
an iron safe in which to keep recomis and valuable papers 
pertaining to its business. 
We respectfully request also thata sufficient appropriation, 
say $100, be made to have printed a railroad map of the 
state. A map of this kind was prepared when the Commis- 
sion was established, but so many new lines have been built 
since that time that it is nuw practically worthless. 
We have daily application from the people of the state for 
copies of the act creating the Commission, for our reports, 
circulars and tariffs. 
Similar applications come from the different states of the 
union and from England and Germany. In many instances 
we have been unable to furnish the documents requested. 
We renew the recommendations made m previous reports 
for an increase of salary for the Secretary of the Commis- 
sion. We respectfully urge that it be placed at $1,800. From 
the character of the duties devolving upon the Secretary, 
and the skill and experien*e requisite for their efficient per- 
formance, we consider the amount recommended extremely 
reasonable. 
In conclusion, we have to say that it affords us pleasure to 
note the harmonious relations now existing between the rail- 
road companies and the people of the state. Complaints of 
substantial grievances are comparatively rare, and in many 
cases satisfactory adjustments are arrived at by the parties 
themselves. When a:ljustments have not been reached, and 
we have been called upon to investigate the subject of differ- 
euce and decide it, our decision bas been cheerfu:ly acquiesced 
in, and in the main has b2en apparently satisfactory to both 
arties. 








German Practice in Ballast for Railroads. 


An abstract of some foreign papers published by the British 
Institute of Civil Engineers says : 

As a result of experience with iron sleepers, increased at- 
tention bas of late been given to the condition of the ballast. 
Lengths of ballast of medium quality, in which wooden sleep- 
ers appeared to be dry, have proved unsatisfactory with iron 
sleepets. By means of their pumping action the latter draw 
the wet up from below and work the ballast up into mud, 
making a solid bed impossible. This working up into mud 
occurs also with wooden sleepers, but only atter the ballast, 
having become perfectly impermeable for water, requires re- 
newing. 

The reasons for this difference may be stated as follows: 

1. The iron sleeper has twice the deflection of the wooden 
one. 

2. On account of the accurate fastening of the rail to the 
iron sleeper it shares the whole vertical motion of the rail, 
whereas with wooden sleepers the piay of the foot of the rail 
in the dogs, and the compressibility of the timber, both tend 
to lessen the deflection of the sleeper. 

3. The holiow body of the iron sleeper is very favorable to 
the formation of an air-tight cavity, inducing the pumping 
action above referred to. 

4. The under surface of the wooden sleeper lies twice as 
deep as that of the iron one. ‘ 

The working up of the ballast into mud by iron sleepers on 
certain trial lengths has interfered with their more general 
introduction, whereas the failure should have been put down 
to the inferiority of the ballast and its impermeability to 
water. It would be found that in similar ballast there is wet 
at the bottom of wooden slecpers. These considerations lead 
to the question—Is enough attention given in Germany to the 
nature of ballast in the construction and maintenance of rail- 
ways? 

The free-lying ballast introduced by Stephenson on English 
railways is now the universal rule in Germany, the old 
German system (‘‘ Koffer system ”), or curved-surface system, 
being entirely superseded; but not only in the form, but also 
as to the material of the ballast, the English chose right at 
first. 

Very little broken stone is used for ballasting German rail- 
ways, as is shown by the prices of ballast as taken from 
‘* Statistics of the Railways of Germany,” and given in the 
following table : 

---—Price per cubic yerd, in cents.—— 


Date. Averaze. Maximum. Mioimum, 
DG incccsdescbsne acnenses cape 4 iz 6 
| ae eae ees. 100 54% 
oo” era ee rer 34 320 6 


The bulk of the prices range between 18 and 30}< cts. per 
cu. yd.; this shows tbat there cannot be much broken 
stone used, the bulk of the ballast used being land and river 
gravel, sand or cinders. The advantages of the use of broken 
stone ballast are not as yet appreciated in Germany, the bal- 
last material being chosen on account of cheapness in first 
cost. The author cousiders that broken stone 1s to be pre- 
ferred to gravel in all cases. Good ballast must fulfill the two 
following conditions : 

1. It must be capable of being beaten up under the sleeper 
into a firm mass, so as to afford the greatest possible resist- 
ance to the deflectiou .when the load comes upon the sleeper, 
and also the greatest possible resistance to shaking loose. 

2. At the same time the material must be such that be- 
tween the sleepers there may be among it interstices for the 
passage of water, but also the greatest SS cohesion and 
triction to prevent slipping and to distribute equally the 
pressure of the load. 4 

Broken stone fulfills the conditions in a much higher degree 
than gravel. There is much more fricticn between the vari- 
ous angular fragments of the broken stone than between the 
round pebbles of gravel, and or this account the broken stone 





same time. New compos were requested to report the 
number of miles of track laid and number of miles graded 








when ouce beaten up retains its place better than the gravel, 
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Fig. 2. 
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NEW STANDARDS OF THE MASTER CAR-8UILDERS'’ 


which constantly shakes loose. No doubt a firm bed for the | better when the formation is permeable than when it is net, 
sleeper is more easily obtained in the first instance with | however excellent the drainage may be. 

gravel, as the small stones and sand fill up the interstices be- | 
tween tbe larger stones; but this is far outweighed by the newed when the line is relaid, as is now usually the, case, the 
great advantage of the superior draimage resulting from the 


It is usual in Germany for the ballast to be laid to not more | from time to time opened out and screened, the fine matter 
than 10 in. below the under-side of the sleepers. With gravel | being removed and the coarse replaced, the deficiency 
ballast this is too little, as, owing to capillary attraction, | being made up of new material. 
s in the gravel. and also drains off very | more in accordance than is the present with the principle 
slowly. Tbe depth should be 12 in. to 14 in. below the bot- 
tom of the sleeper. according to the nature of the formation. | that every part of the permanent way must always be kept 
Usually no attention is paid to this, the thickness of ballast | in a condition answering to its function, the maintenance 
being uniform throughout, whereas the line stands much being prospective and continuous. 





New Standards Adopted by the Master Car-Builders’ 
Association. 


The following action in relation to standards has recently 
been had by this Association, as announced by circular of 
the Secretary : 
The dimensions and form of castings for double dead-blocks 
shown in figs. 1 to 3 WAS ADOPTED AS A STANDARD by an 
affirmative letter ballut of 881 to 119, being over two-thirds. 
The dimensions of beams for double dead-blocks shown in 
figs. 4-5 WAS ALSO ADOPTED AS A STANDARD, by an affirma- 
tive vote of 375 to 126, being over two-thirds. 
The proposed height of 3414 in. (2 ft. 1014 in.) in place of 
the present standard of 33 in. (2 ft. 9 in), for the standard 
height of passenger draw-bars from top of rail to centre of 
hook, WAS REJECTED as a standard, by a vote of 246 affirma- 
tive to 276 negative. 
The form of wheel-tread shown in fig. 6, being substantially 
that which was rejected last year except that the central 
portion, which was formerly cylindrical, has been given a 
coning of ;, in. [as was sug ested in the Railroad Gazette at 
the time] WAS ADOPTED AS A STANDARD, by the large affirma. 
tive vote of 411 to 91. 
The Christie brake shoe was likewise ADOPTED AS A 
STANDARD by an affirmative vote of 369 to 1:0. 
It is also announced that the Executive Committee reached 
the following conclusions in various matters, at a meeting 
held Sept. 16, 1886 : 

AUTOMATIC COUPLERS, 
The following resolution was adopted by the Committee : 
‘*That hereafter the Executive Committee will not examine 
into the merits of any car-coupler unless it has been put into 
practical use, and the inventor of it, or the owners of the 
patents, sign a written statement that they believe it to be as 
near perfect as they know how to make it, and then get five 
members of the Association to certify that they believe the 
coupler is a practicable one, with a recommendation that the 
executive committee investigate its merits.” 

WHEEL-DEFECT GAUGE. 
A resolution was adopted recommending ‘‘ that, at the next 
convention of the Association, the radius of the curve for the 
throat of the flange of the wheel-defect gauge [illustrated in 
the Rail, oud Gazette of May 21, 1886] should be made ¥, in. 
instead of % in., aud the Committee also recommended that 
railruad companies make this change now.” 

BRAKE TRIAL FUND. 

The Secretary reported that he had received $25 from each 
of the 14 following companies to defray the expenses of the 
brake trials made at Burlington, Iowa: Pennsylvania; 
Boston & Albany; Atchison, Topeka & Santa Fe; Chicago, 
Milwaukee & St. Paul; Northern Pacific; Louisville & Nask- 
ville; Chicago & Northwestern; Cleveland, Col., Cin, & Ind.: 
Illinois Central; New York, Lake Erie & Western; Pitts- 
burgh; Cincinnati & St. Louis; Grand Trunk; Baltimore & 
Ohio; Union Pacific; a total of $350. 

A resolution was adopted instructing the sub-committee, 
which was appointed at Niagara Falls, to raise funds to de- 
fray the expense of the brake trials, and to sclicit railroad 
companies to contribute the money required, which is $500, 
to publish the Brake Committce’s report. 

AMENDMENTS TO THE RULES OF INTERCHANGE. 

The Secretary was instructed to send a circular to the 
members of the Association, requesting them to suggest to 
the Executive Committee any amendments or changes to 
the rules of interchange which the members may think are 
required. 








The Monte Carlo Disaster. 





In connection with the engravings of the consequences to 
American rolling stock of the Silver Creek disaster, which 
we published Sept. 24, the view of the consequences to Euro- 
pean rolling stock of similar collisions is interesting and—.f 
we may say so of such a subject—gratifying. The speed was 
somewhat higher, but not enough so to make a very material 
difference in the comparison, and atany working speed such 
a heterogeneous heap of material which has lost all semblance 
of its original form is all but impossible here. 

The Monte Carlo disaster happened between that station 
and Mentone, in Italy, March 10, 1886. It was nota par- 
ticularly fatal one, the reports showing that four were killed 
and 23 injured, about half of whom afterward died. It was 
notable as one of the few collisions which occur within full 
view of a crowd of people who know that it must occur and 
are watching for it. From our description published April 
2, 1886, we extract the fullowing : 

‘* The line skirts the sea coast, curving along the steep sides 
of lofty cliffs. [Some one signaled the train ahead withcut 
authority of the station-master.] The unfortunate staticn- 


STANDARD FORM FOR THE TREADS AND FLANGES | master pressed his head as in a vice with botb his hands and 


OF CAST-IRON AND STEEL-TIRED CAR WHEELS. 


ASSOCIATION. 


The author considers that instead of the hal'ast being re- 
| lower portion of it being then choked with fine matter and 
| impermeable, it should be kept constantly clean by being 
Tbis method would be 


that ought to guide permanent wav maintenance—namely. 





became livid. In an instant. the crowd of passengers was 
aware of the danger which threatened the train. The entiie 
curve of the line between Monte Carlo and Cape St. Martin 
was under the eyes of the spectators. There were three trains 
in that section. One, which was not in danger, was enterivg 
the St. Martin tunnel. The other had just left Roquebrune, 
and was steaming up at full speed toward the one which had 
left the station. 

** It is impossible to give an adequate idea of the anxiety of 
the 500 spectators. At first it was hoped that the engire- 
runners would perceive each other’s trains in time, as the in- 
side of the curve sloped downward toward the coast. All 
the bells of the station were set ringing. Still the two trais 
of smoke were getting vearer and nearer to one another. 
At last the engine driver of the train coming from Mentcne 
saw the other and put the brake on, but the latter, being on 
the wrong side of the curve, saw nothing. Two hundred 
vards ! a hundred yards! ten yards! A fearful «ry of an- 
guish was raised by the crowd. The women turned away 
their faces. A young girl swooned. We heard the shock and 
saw the two trains rearing upon one auotker. Two or three 
carriages were thrown over the rocks into the sea. TLen 
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THE MONTE CARLO DISASTER. 


arose a thick smoke that veiled everything. The station- | give no trouble, we are informed, and their cost is not in ex- 

master seemed as if he had gone out of bis mind, aud the | cess of other freight car springs, while they have the obvious 
people rushed out of the station in all directions, wildly call- | a re that the weicht of tl in 2 : 

ing for help.” an great advantage that the weig o t ne truc rame it- 

In another respect the view we publish is interesting ; in self, instead of the car body only. is carried over them, which 

‘ should make an appreciable difference in the wear and tear, 


the side-light which it throws upon the question of the com- , . 
parative cost of American and foreign railroads; to | other things being equal. The certainty that the truck must 


what extent the greater cost of the latter has been for | Continue square. and the ease of hanging on the brake-beams 
value received in more solid or more economically operateg 
railroads, and to what extent it bas been for works of un- 
necessary massiveness and cost, which could have been 
avoided by more judicious location, and return but the 
merest fraction of a reasonnble interest on their cost, either 
in money or in increased safety. It will be seen by every 
engineer that, whatever may have been the character of the 
line just before it becomes visible in the foreground, an Amer- 
ican road would very certainly never have built the mas- 

sive retaining wall in the foreground nor the other just be- 

yond, but would have saved both by swinging the line in a 

few feet at the cost of a slight addition to the curvature and 

possibly to adjacent cuts, but effecting in the aggregate a 

large saving. This subject, however, we can better discuss 
later in connection with another engraving, smaller in size, 

but even clearer in its moral. 











Standard Freight-Car Truck and Bolster, Boston & 
Albany Railroad. 


The Boston & Albany standard truck, which is now well 
known as differing markedly in type from most others in 
use, and which is generally admitted to have many good | 
points, has been recently modified by substituting the iron | 
bolster shown in the accompanying engraving for the wooden 














a good record for itself, and it has now been in use on many 
housand cars for many years. 
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death has been so universally Jamented. We are indebted 
are other advantages. So far, the truck has certainly made ‘for them to the Sanitary Eugineer, which has been publish 









































Station “Buildings by H. He Richardson. 





We present herewith engravings and ground plans of three 
ailroad stations by this famous architect, whose recent 











bolster heretofore in use. Nothing more is now needed than | 
to substitute iron for wooden brake-beams to make the truck | 
entirely iron. 

About 100 peirs of these trucks have been so far | 
built, and about 30 pairs per month are now building. 
They cost (with good wheels) about $300 per pair, which is 
not materially different from the estimated cost of the pro- 



































posed new standurd truck, but, perhaps, a trifle more. 





The first pair built with the new bolster was put under a 
car for shop use, loaded with over 34 tons of scrap, and sent 
to Springfield, about 100 miles. The deflection was not per- 

















ceptible in any part, and not a bearing got hot, which showed 


clearly that the truck was good for at least that load, and { f ° 3 






2 3 \4 5 Ft. 





we learn that it is considered good for 40 tons. The springs 
of the truck, which are sometimes made an objection to it, 
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IRON BOLSTER—BOSTON & ALBANY RAILROAD. 
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ing weekly for the past two years admirably prepared arcii- 
tectural drawings. 

Mr. Richardson designed at various times quite a number 
of station buildings, several of which we have previously 


Auburndale, Mass.—Boston & Albany Railroad. 


illustrated. Perhaps his most famous work of the kind, on * 


account of the originality and excellence of the design rather 


than from its intrinsic importance, was the station in * 


Worcester, Mass., the bold central arch of which is faintly 
suggested in the porte-cochere of the Chestnut Hill station. 
The latter might seem far too pronounced a feature for an 
ordinary station, but this one is at an elegant suburb near 
Boston, where a large proportion of those who take the train 
arrive in carriages, with frequent occasion for several car- 
riages to discharge their load at once. This station ison the 
Brookline Branch of the Boston & Albany. The Auburndale 


station is on the main line, and of much the same general —\ : 5 


character, but less markedly so. 

The larger cut shows the station at Holyoke, Mass., on the 
Connecticut River Railroad. All these stations are built of 
Braggville, Mass., granite, with brownstone trimmings 
The roofs are of red tiles, and the posts of the sheds and all 
of the timber-work are of Georgia pine. 








Gontributions. 





Diameter of Car and Locomotive Wheels. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

At the annual meeting of the Master Mechanics’ Associ- 
ation held in Boston, in June last, a resolution was offered 
and adopted unanimously making standard finished diam- 
eters to locomotive driving-wheel centres, consisting of six 
sizes from 388 in. to 66 in., inclusive. Since the above reso- 
lution was adopted there has been a rapidly growing feeling 
in regard to adopting some proper diameter for steel-tired 
car wheels. There has been a custom existing among master 
mechanics of increasing the diameter of the forward truck 
wheels of locomotives somewhat above the standard sizes for 
chilled iron wheels ; yet, in the matter of steel-tired car 
wheels, no action has been taken, except by the manufact- 
urers, who have so far furnished them to correspond with a 
resolution adopted by the Master Car-Builders, and of the 
same diameter as the chilled iron wheels. In many things 
** custom makes laws,” and it would seem that we are likely 














Holyoke, Mass.—Connecticut River Railroad. 
STATIONS ON THE BOSTON & ALBANY AND THE CONNECTICUT 


H. H. RICHARDSON, ARCHITECT. 
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RIVER RAILROADS. 


to drift into an unpleasant state of confusion on the above 
subject. The question now agitating some of the thoughtful 
minds is, ‘‘ Ought we to be governed by the resolution, when 
the facts are that a steel-tired wheel measuring 33 in. diameter, 


* when new, will or may become 30 in. diameter when nearly 


worn out, as the construction of some tires with the deep 


* annular flange will allow the tire to be safely worn down to 


34 in. thickness ?” While there are a great many passenger 


* cars equipped with steel-tired wheels, yet they are a very 
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Ground Plans of Station Buildings. 





small proportion as compared with the number in service, 
Therefore, if it should be decided to change the diameters so 
that the mean diameters should conform to the same nominal 
sizes of chilled wheels, it ought to be done as early as prac- 
ticable. It would seem that too great‘a thickness of the tire 
would act injuriously in disarranging the uniform action 
of the brake-lever when the wheel is worn small, and by 
affecting the shoe by change in radius of the wheel. The gen- 
eral standard of a tire for passenger wheels is 244 in. thick. 
This allows 3 in. diameter of wear, changing the radius 1}<¢ 
in. In adopting a mean diameter for the steel-tired wheel to 
correspond with the chilled iron wheel, it becomes necessary 
to make them 3414 in. diameter when new or about 30 in, 
diameter for the centre. In regard to 36 in. and 42 in. 
wheels, we would suggest that the present diameter of 42 in. 
wheels be not changed, as there is a growing opposition to so 
large a diameter for a standard size for passenger service. 
There are many good reasons for making the so-called 36 in- 
wheel 3714 in. in diameter when new: It will be a better 
compromise between the present 33 in. and 42 in. wheels, will 
harmonize with the wiskes of many railroad officials and 
give a full 36 in. wheel when half worn out. We feel the 
jmportance of a careful consideration of this matter, as we 
have been called upon and have orders now in our works to 
furnish two sizes of 33 in. and 36 in. diameter, making them 
3414 in. and 3714 in. diameter. 

This appeal to the consideration of railroad officials is fully 
indorsed by all the tire makers, who are very much in sym- 
pathy with ourselves in regard to the uniformity of thickness 
as well as diameter. We would further add that the extra 
114 in. in their diameter will increase the mileage very ma- 
terialiy, and in the case of 33 in. wheels the brake leverage 
will correspond uniformly, when they are half worn out, 
with the chilled iron wheels. Wm. W. Snow. 

Ramapo, N. Y., Nov. 1, 1886. 
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Light Bridges and Bridge Accidents. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

On page 96, Vol. X. (1878), of the Railroad Gazette there 
is published a table of failures of railroad bridges in this 
country from 1872 to 1877 inclusive, compiled by Thomas 
Appleton, C. E. So much of this table as relates to trus 
bridges is copied below. 
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For the years 1878 to 1885, inclusive, the following table 
of failures has been compiled, almost exclusively, from the 
monthly lists of accidents in the Railroad Gazette. It ins 
cludes truss bridges only, and not trestles. 

CAUSE OF ACCIDENT AND MATERIAL OF BRIDGE. 
1878-85—8 YEARS. 
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There was also one iron bridge blown down in 1883. 

Neglecting those failures due to fires, hurricanes and fresh- 
ets, it appears that during the first period of five years the 
number of recorded failures was 103, or an average of 20.6 
per year, while during the second period of eight years the 
number of failures was 156, or 19.5 per year. During the 
last five years, however, the number of failures from all 
causes except the three just mentioned was exactly 25 per 
annum. 

A noticeable feature is the number of ‘‘ square falls” re_ 
corded, which are but four in the former period, against 19 
in the latter. This is largely due, no doubt, to the increase 
in the weight of trains which has been going on of late years. 
These figures give emphasis to the editorial remarks in your 
last two issues in regard to sailing too close to the wind in as- 
suming moving loads in bridge computations. It is to be re- 
gretted that the column of ‘* unknowns” forms so large a 
percentage of these tables. If all these cases could be sifted 
it is probable that the number of ‘‘ square falls” would be 
found considerably larger. When a bridge fails in this mau- 
ner railroad officials are not likely to advertise the circum- 
stance if it can be avoided. 

It will be noted that of the ascertainable causes ‘‘ knocked 
down” forms the chief, 40 bridges being entered under this 
head during the first period, 3 of which are known to be of 
irun, and 41 during the second period, at least 6 being iron 
ones. 

During the present year the writer has taken especial pains 
to ascertain as far as possible the particulars of all the bridge 
failures reported, and which are given below. The names of 
the designers or builders are added whenever they could be 
obtained, and these are sufficient evidence that those bridges 
at least must have been as good as could be made of the 
kind ; 

BRIDGE CATASTROPHES DURING 1886. 

Jan. 4. Pennsylvania Railroad Bridge, at Duncannon, 
broke with a freight train. 

This was an old iron Pratt truss bridge in several spans. 
{t had been considered weak and had been supported by ad- 
ditional piers built up under the centre of each span, the 
company intending to renew the structure soon with spans of 
half the length of the original ones. During a freshet, one 
of these new piers was washed out, and a freight train soon 
after coming on the bridge, the span broke. This may be 


Jan. 8. Louisville & Nashville Railroad Bridge at Wilhites 
Ala., knocked down in consequence of collision between a 
freight train and the rear portion of a preceding freight, 
which had broken loose and stopped on the bridge. No 
further particulars. 

Feb. 19. Wilmington, Columbia & Augusta Railroad 
Bridge near Hilton, N. C., struck by derailed car in freight 
train and knocked down. Bridge was aniron Bollman truss, 
150 ft. span, built by Wendel Bollman. The derailed car 
struck end-post. 

March 2. New York, Ontario & Western Railway Bridge 
at Fish’s Eddy, N. Y., struck on end-post by derailed caboose 
of freight train and one span knocked down. Bridge was a 
through iron Pratt truss, in three spans of about 144 ft. each, 
built in 1882, by Central Bridge Works under ‘* West 
Shore” specifications, and all parts of the bridge were of un- 
usual size and strength. 

March 15. St. Louis, Keokuk & Northwestern Railroap 
Bridge near Louisiana, Mo., brokedown. Wooden bridge on 
fire. 

March 29. Columbus & Western Railroad Bridge near 
Opelika, Ala., fell. Abutments weakened by freshet. 

Apr 19. Atlantic & Pacific Railway Bridge near Au- 
brey, Arizona, broke. Wooden bridge on fire. 

April 30. Missouri Pacific Railway Bridge near Osa- 
watomie, Kan., reported to have fallen. No particulars. 
May 24. Western North Carolina Railroad. Bridge near 
Round Knob, N. C., struck by derailed car of freight train 
and knocked down. No particulars. 

May 30. Boston & Lowell Railroad. Bridge at Lebanon, 
N. H., went down with freight train. Bridge was a covered 
wooden one, built in 1865, and described as a ‘ Childs’ 
truss. Square fall. 

June 7. Canadian Pacific Railway. Bridge over Pete- 
wawa River, near Pembroke, Ont. A steam shovel forming 
part of a freight train was a little too high to pass under 
portal bracing. Portal struck and bridge knocked down. A 
through iron, Whipple truss built by Clarke, Reeves & Co. 
June 17. Chesapeake & Ohio Railroad. Bridge near 
Geigerville, Ky., struck by derailed train and knocked 
down. This was a through-plate girder bridge, 51 ft. long. 
One end knocked down off the abutment and cars fell over 
onit. Estimated to cost $200 to put bridge back and replace 
damaged parts. Built (probably) by Keystone Bridge Com- 
pany. 

July 6. Chicago, Milwaukee & St. Paul Railway. Bridge 
on Andover Branch, 25 miles north of Aberdeen, Dak., 
broke. No particulars. Probably a small wooden bridge. 

July 27. Toledo, Peoria & Western Railroad. Bridge over 
Crooked Creek, near Burnside, Ill., broke. Wooden bridge, 
on fire. 

July 31. Toledo, St. Louis & Kansas City Railroad. 
Bridge over Wabash River at Bluffton, Ind., broke. Wooden 
bridge (probably Howe truss). Square fall. 

Aug. 18. Central Vermont Railroad (Narrow Gauge Divis. 
ion). Bridge near Brattleboro, Vt., broke down. Bridge was 
a thorough, combination structure, 216 ft. long, built in 1879 
by C. E. Danforth & Co., of New York, after designs by A. 
P. Boller, C. E., the iron work being furnished by the Key- 
stone Bridge Co. Bridge was designed for a moving load of 
only 1,000 Ibs. per foot and had been shamefully overloaded 
for along time. Square fall. 

Aug. 21. Burlington, Cedar Rapids & Northern Railway 
Bridge at Norris, Ia., broke. Wooden bridge. On fire. 

Sept. 16. Baltimore & Ohio Railroad. Bridge near Inde- 
pendence, O., struck and knocked down by train which had 
been derailed by running over a horse caught between ties on 
bridge. Bridge was a through iron, Pratt truss, built by the 
Clarke Bridge Co. of Baltimore in 1882. Span, about 90 ft. 

Sept. 24. New York, Susquehanna & Western Railway. 
Bridge over Dundee Lake, near Paterson, N. J., went down 
with freight train. Bridge was a through iron one, about 
132 ft. span, and had been finished only a few days. The 
cause of the action is somewhat of a mystery, but it is most 
jikely that a car jumped the track on bridge and struck truss. 
Designed and built at the Passsaic Rolling Mill, but erected 
by the railroad company. 





Now among all the iron railroad bridges which have fallen 
in this country from 1872 to date from causes other than 
freshets and hurricanes (being 36 known cases im all, with pro- 
bably a good many more classed among the ‘‘ unknowns”), 
there is not, so tar as the writer has been able to ascertain, 2 
single instance of the failure of a riveted truss. Every one of 
the iron bridges recorded, it is believed, were of the pin-con- 
nected type. In very few cases could failure be attributed to 
any lack of skill in design, to inferiority of material or to bad 
workmanship. The reputation of the distinguished engineers 
and manufacturers whose names are associated with the 
fallen structures forbids any such supposition. Some of 
these names are given in connection with the failures of the 
current year, and others no less celebrated might be cited 
in previous years. And since it is undeniable that the 
best obtainable engineering skill, material and work- 
manship have been put into so many pin-connected 
bridges which have failed, it necessarily follows that 
the immunity of riveted structures from these accidents 
can only be due either to sheer good luck or else to the pecul- 
iar features of the bridges themselves. If loaded beyond its 
carrying capacity, a riveted bridge must, of course, break 
down the same as any other. That no riveted bridges have thus 
failed proves that none have been so overloaded. And to thig 
extent, perhaps, they have been favored by fortune—it may 
have been the good luck of their builders to get them strong 
enough in the first place to stand the future increase in loads 
which proved too much for other bridges, or it may have 





classed as a ‘‘ square fall.” 


been the good luck of the bridges themselves to escape the 








heavy loads which broke down their neighbors, All we 
know is that there are no riveted bridges classed among the 
** square falls.” 
But when we come to the *‘ knock down” argument which 
has proved so terribly fatal to both wooden and iron bridges, 
good luck can no longer be said to account for lack of failures 
among riveted bridges. Cars get off the track on these bridges 
just as easily as on others, and the trusses are struck just as 
hard and as often. Cases might be cited of accidents causing 
injury to almost any member, one could suggest. Upper 
chords have been struck by cars falling from above. Lower 
chords have been struck by cars off the track on the bridge, 
and by cars and boats passing below. Floor beams, stringers 
and web members (sometimes half a dozen in one truss) have 
been bent, twisted and torn in the most fantastic shapes. 
End-posts have been ripped and bent, and even torn entirely 
clear of their connection with the lower chords. But no 
bridges have fallen. 
Now it is not maintained that every time a pin-connected 
bridge is struck it will go down ; on the contrary, they have 
been known sometimes to stand up under the most severe 
shocks. But it is held that a goodly number have been 
wrecked notwithstanding all that science could sugyest or 
skill produce in the manufacture. It is not asserted that a 
bridge never will fall if its parts be simply held together by 
rivets ; on the contrary, even if in itself amply strong for 
any contingency, it might be knocked off the abutments. 
But it is submitted that although a great many of these 
bridges have been subjected to very severe tests, some of 
which would certainly have proved fatal to a pin-constructed 
bridge, no American riveted railroad bridge has yet failed. 
Mr. Editor, the writer cordially indorses your views as to 
the wisdom of assuming heavier moving loads than are usu 
ally adopted in the computation of bridge stresses. If this 
were done generally the number of ‘‘ square falls” in future 
tables of bridge mortality would dwindle. But while we are 
about it, would it not be a wise move to reduce also, if possi_ 
ble, the number of ‘* knock downs,” inasmuch as these acci- 
dents have always far outnumbered any other kind which 
happens to bridges? And if it be true that all of the iron 
bridges which have been knocked down were of one kind, and 
if there be another kind many individuals of which have been 
knocked at, but not knocked down, does not this indicate the 
course to be followed in order to attain the desired result ? 
In 1874 and thereabouts a controversy of considerable 
length and some ascerbity appeared in your columns relative 
to the respective merits of riveted and pin-connected bridges 
for railroads. In commenting on the subject the Railroad 
Gazette rather sought to excuse some failures which had been 
cited, on the ground that the bridges referred to did not 
«‘ fall,” but were ‘‘ knocked down.” But, as a writer at the 
time most truthfully said, it is small consolation either to the 
maimed survivors, the bereaved relatives or the company 
which pays for the damage, to know whether a bridge falls 
down or is knocked down, so long as it goes down. 
Cuas. F. STOWELL. 

[Two circumstances need to be remembered in con- 
sidering the above which the writer does not mention: 
first, the very small percentage of riveted steel bridges 
of any considerable span in the country, and secondly, 
that in the great majority of cases of knocked-down 
bridges a re-railing safety frog in connection with a 
heavy guard-post to protect the truss would have 
saved the bridge.—-EDITOR RAILROAD GAZETTE. | 





Tie Preserving Works at Laramie. 


The following additional details in reference to these works 
should have been given in connection with our illustrated 
description of last week, but were by accident omitted. 
They contain the more important practical conclusions, and 
it is to be hoped that their separate publication may lead to 
their attracting more rather than less attention, since there 
are few roads that have not a direct interest in their subject 
matter. 

The table given last week of actual work for a month 
shows that 31,006 ties were treated, aggregating 127,792 
cubic ft., which weighed, at 29.51 Ibs. per cubie foot, some 
3,771,142 lbs., and which absorbed 44.53 per cent. of zinc 
solution, or 1,679,289 Ibs. of an average density of 1.46 per 
cent., so that the total quantity of 24,429 Ibs. of pure zine 
chloride, or over 12 tons, was absorbed. 

The average absorption of solution was 18,057 lbs., or 9 
tons, per load, so that each tie absorbed on an average from 
6 to 7 gallons, or 20.79 per cent. of its bulk, and 44.53 per 
cent. of its weight, which are considered quite satisfactory 
results. 

The German experiments have determined that in order to 
be effective the absorption of pure chloride should not be less 
than 0.20 to 0.25 of one per cent. of the weight of the wood. 
They are here shown to be 0.65 of one per cent., or nearly 
three times the quantity thought necessary abroad. 

These results may not be attainable with ali woods, nor at 
different seasons of the year with the same wood, as much of 
the absorption depends upon the state of seasoning or dryness 
of the ties; but the dry mountain air of Laramie specially 
favors an early desiccation of cut timber. 

The total cost of treatment, including repairs, wear and 
tear, and interest on the plant, is estimated to be 18 or 19 cts, 
per tie, and it is expected to Jengthen their life, which is 
now some four or five years, to 12 or 15 years, 

The economical results may, therefore, beestimated as fol- 
lows : 

Unprepared pine ties now cost in the track some 55 cts. 
each. They last, say, four years, and the cost thus averages 
13%{ cts.a yeareach. After treatment they will cost, say, 


és 





75 cts. each laid in the track, and if they last 12 years the 
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average cost will be 644 cts.a year each. If they last 10 
years (and Burnettized ties are found to endure from 12 to 
18 years in Germany) the uverage cost will be 7!¢ cts. a 
year. 

Thus it wil] be seen that upcn a railroad like the Union Pa- 
cific, with some 5,000 miles of track laid with about 13,000,- 
000 of ties, the proc@ss, if w-ll carried out and looked after; 
promises to effect large economies. 








Recent Progress in Germany in Securing Safety in 
Railroad Oreration. 

An article in the Archiv jiir Eisenbohnwesen some 
months ago gives some information on this subject which is 
of general interest. 

The first legislation in Prussia designed to promote safety in 
railrcads was in 1888, when laws were passed establishing 
negotiations for the maintenance of the railroads, their opera- 
tion, the conduct of passengers, and the duties of railroad 
officials and employés, mainly designed to promote safety. 
In 1843 the German Railroad Jour»al was established, for 
the same purpose, and shortiy after the German Railroad 
Union, the great co-operative association of railroad man- 
agements, which now inclu_es the railroads of Holland anc 
some of those of Belgium as weil as those of Germany, Aus- 
triaand Hungary. This associatiuu receives questions from 
all its members in regard to points of management, and col- 
lects and collates information from the different members as 
to their experience on such points. 

The close of the French war left the German railroads in 
very disturbed condition, which prompted renewed i=terest 
in the means for securing safety in the traffic, and in L873 the 
Prussian Ministry of Public Works called togetber a vonfer- 
ence of the railroad cfficials in the kingdom in regard to th 
matter. Certain conclusions were reached at this 
ference as to the direction which improvements in the 
maragement of the railroads should take, but for a 
variety of reasons not inuch was accomplished for sev- 
eral years. In the last half of the decade, however. 
railroad traffic became very active through the growth of 
business under consolidated North Germany, the activity 
produced in invention by an improved patent law, and th« 
gradual consolidation of the small and powerless roads int 
the powerful organizations controlled by the state. In 188( 
another conference was called, and from that time annua! 
meetings have been had; and the development of appliance. 
for safety and economy of working has been carried on ina 
systematic manner. The result of these has beeu the revisior 
of the service regulations to get rid of ambiguities and oL- 
scurities; sharper definition of the duties and responsibititics 
of emtloyés; reduction of the hours of labor where they 
appeared excessive; umformity of signals; extension ot 
access to danger signals to passengers; increased diligence in 
the inspection of the road-bed and structures; choice of bette: 
car coup'ers; improved brakes; precautions against break- 
age of axles and wheels; revorcing the speed of trains; im- 
provements in switch avd signai service; arrangements fo} 
prcmpt assistance in case of accidents; prem.ums for dis- 
covery of defects in rolling stock or road. 

The uniformity of traffic reguiations is well compared ti 
the oil in a machine which modifies the friction at points oi 
contact of different systems. 

Most of the improvements as indicated above have been 
more in the interest of economy than of safety. 

The collection of statistics, by which alone the chief causes 
of danger can be ascertained, has kad special attention. The 
following tables throw an interesting light on these causes. 
Taey are of almost as much value to us as to the Germat 
systems, embracing as they do the whole of the German Em- 
pire, where the roids, although on an average more solic!) 
built, have very much the same average character as ou) 
own as to grade crossings, care of switches, and mode oi 
operating. 


CcOoL- 


TABLE I. DERAILMENTS. 
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TaBLe IIl.—OtHER AccIDENTs. 


Between 
Traffic year. stations, At stations. Total 
EE Bro ds ccaxnneexee 718 1821 2 539 
PO Vocke?! eas ce’ wae” wat 76 1,842 2,45 
EIR <4 care) ‘pxcecadtan ... 684 1,840 2,524 


of which there are due to 
Other accidett- 


Runuing invelving injury 
over Fire Roiler or deat to 
vehicles. intrsins. Explosions. persons 
188°-1 . 59 10 ey 2.470 
881-2 . 60 9 2,473 
1882-3 . 62 9 2,455 


The last column in each of the three tables represent: 
accidents due to causes which could not be foreseen or pro. 
vided for, or to the fault of oulsiders and notin any way 
due to management of the railroads. 

The author divides the subject of improvement into three 
heads: ** road-bed and structures;” ** rolling stuck;” ‘* opera 
tion.” 

In regard to the first, he finds nothing to recommend except 
more perfect Crainage to avoid slips and slides, and bette: 
watching of track to detect them in advance of the passage 
of trains. He refers to the progress in iron bridging, whicl 
has become a necessity for the carrying out of modern rail- 
rvad enterprises, but advocates stone bridges for safety. H« 
refers to the improvement in track resulting from abandor. 
ment of the mistaken idea that the function of ballast wa: 
sJasticity and not simply drainage. 

This false conception led to shutting up the ballast by dirt 
at the ends of the ties, leading to the retention of water; als 
to the use of soft materials which disintegrated and gavi 
rise similarly to imperfect drainage. He believes that th 
imit of profitable use of wooden ties has been reached, mor 
on account of safety than economy. Many accidents hav: 
been caused by the spreading of track caused by inability o 
wooden ties to hold spikes properly. 

Rails and their joints the author considers in an advancec 
-ondition as to safety, as compared with other appliances 
Rail breaks seldom occur and are almost always discoverec 
before an accident is caused. 

Grade crossings are a serious source of accidents. Cit; 
‘rossings are being carried over or under in almost all case 
50 day—the old grade crossings beiug altered asfar and fas 
is the situations and resources of the companies permit. Al] 
crade crossings are provided with bars and attendants, and 
where a good view cannot be had of the track, with electri 
dells also, to give warning of the approach of trains. 

The German authorities are also wrestiing with the subjec 
»f car couplers, but their problem is the avoidance of train 
partiug more than injury to brakemen; though from a. 
American’s point of view their whole system, with its cur. 
orous screwing up of the cars together, seems badly in neec 
of reform. 

A great deal of improvement bas taken place in axleso 
late years, through better proportions and more careful man- 
ufacture and inspection in operation. The breaks decreasex 
from 1 in 776 vehicles in 1870 to 1 in 2.857 in 1880. Th 
author suggests the possible desirability, in view of th 
‘atigue of the material to which axles are exposed from th 
millionfold changes of strain, of setting a limit to the tim 
that any axle shall remain in use. Hesuggests, as a desirabl 
aovelty, without mentioning that it has ever been applied. in 
ther countries, an arrangement for holding up the ends of ¢ 
broken axle, with a view to avoiding derailment. 

In regard to tire breakages, it would seem, from the au- 
thor’s remarks, that there is a tendency vo reaction to wheel 
with solid centres, on account of the difficulties arising fron 
tne tension put upon the tires in shrinking them on. This is 
n accordance with the statistics given in our “ Foreign 
Notes,” Aug. 14, 1885, where solid wheel cen'rés have th 
remarkably low percentage of 0.06 per cent., while the low es: 
spoke wheel with separate tire percentage is 0.26 per cent 
these returns, by the way, do not show nearly so great ai 
udvantage for ste+] tires over chilled wheels as comparison n 

he English climate does. 

The German average percentage for spoke wheels witl 
separate tires is 0.46, while the Pennsylvania average for al 
‘hilled wheels is 0.74, and the Erie average for best maker: 
0.82. 

It is rather amusing to hear that chilled wheels can’t bear 
brakes, because of the unequal tension on the wheels causec 

y the heat of braking, 

The author suggests the possibility of avoiding shrinkags 
tension of tires by clamping them tw the felloe with clamp 
entering a groove in the side of the tire and held together by 
bolts through flanges inside the felloe—a rather awkward de- 
vice, 1t would seem. 

Th: Prussian authorities, prompted by the still prevailing 
frequency of tire breakazes, raised, in 1833, the minimum 
thickness allowed for steel tires, as follows: 

Thickness to which tire may be reduzed by last turning in 
shop, 830 mm. = 1¥, in. for locomotives, tenders and passenge1 
train wheels, and for other wheels 25 mm. = 1 inch scant: 
while the minimum thickness to which tires may be worn is 
24mm. = 34 in., and 20 mm. = 43 1m. for the two classes re- 
spectively. 

In brakes the German roads have been more behindhand 
than in any other department of railroad apparatus: only 
tbe prominent express trains on most roads having up to this 
day continuous brakes of anysort. The author devotes con- 
siderable space to proving the desirability of these brakes. 
which found their earliest introduction to German roads in 
the form of air brakes in 1877, when the following brakes 
were tried : 

Heberlein, automatic friction. 

Westinghouse, ) 

Carpenter, ~automatie pressure. 

Steele. ) 

Smith-Hardy, non-automatic vacuum. 





These brakes were tried for six months, and afver due con- 
sideration and report by experts, the mtter got on so far by 
1884 that the budgets for 1884-85 and 1885-86 each con- 
tained an appropriation of $150,000 for applying continuous 
wakes. The brukes selected were for main routes, the Car- 
penter ; and for small lines where most trains are ‘* mixed,” 
the Heberlein. 
The Carpenter is a modification of the Westinghouse auto- 
matic. in which the auxiliary air reservoir under each car is 
liscarded and the pressure stored in the brake cylinder 
iiself. Its action is not so rapid as that of the Westing- 
aouse. The Heberlein is operated by friction rollers 
working against a drum on the car axle. The friction 
‘ollers are set in a swinging frame and held up when 
in use by vertical rods, which a.e hung to a hori- 
zontal rope tightly drawn under the train, fastened to the 
ast car and drawn up by a reel in theengine cab. The re- 
ease of the reel lets all the rollers fall into contact with the 
ixle drums and puts on the brakes. The breaking of the 
srain has, of course, the same effect, and by making 
the vertical bars in two pieves counected by a hook, 
the means is furnished of letting any particular brake 
»perate without the others. The disconnection of this 
100k is placed within the power of the passengers 
and brakemen by suitable appliances. It has the advantage 
of allowing the ready introduction intoa train of cars not 
wovided with the app?ratus. and there is no danger in long 
crades of the brake power giving out. On the other hand, 
lamp weather, fost and snow impair its efficiency by re- 
ucing the roller friction: and the regulation of it depends 
apon the length of the operating rope, which is liable to 
variations, generally taking effect more at the front end of 
he train, causing the back cars to crowd up. Putting a car 
nto the train is troublesome, because all the brake rollers 
1ave to be hooked up when train is broken in order to allow 
witching. 

For the regulation and checking of train speeds, the Prus- 
ian authorities, after trying a pumber of speed recorders 
without full satisfaction, have concluded to introduce an 
* electric contact” apparatus, whi-h has now been in use for 
early ten years, and on the Eiberfeld system of Prussian 
‘oads is used on 144 miles of track. 

It consists of electric keys with strong springs placed out- 
ide the rails at regular intervals, the most approved dis- 
ance being one kilometer. The keys are depressed by each 
vheel, and the current thus sent through a wire to the next 
elegraph office causes a strip of paper moved by clock-work 
iv be dotted for each depression. The paper moves at the 
ate of four centimeters a minute, and the distance apart at 
vhich the first dots of each two successive series uppear 
hows the rate of speed at which the train is moving. When 
he operator at a station gets word from the next one of a 
rain’s departure, be sets the paper in motion and lets it run 
itil the train reaches his stution. The strip of paper which 
as runoff in the mean time is marked by cross strokes at its 
nd; and the date, the number of the train and engine, and 
he name of the engine runner are written upon it. The 
yperator soon becomes accustomed to recognizing the speed 
rom the appearance of the spaces, and he is charged with 
he duty of noting any obvious excess of the speed allowed. 

At the end of the day the strip is removed and sent to 
headquarters as a part of the office report, the work of in- 
pection being made easy by the notes on the strip The 
‘unner is placed in position to check up his own speed, as 
he contact-keys are visible by day and recognizable by their 
lick at night. 

This method is reported as highly satisfactory in checking 
he tendency of runners to save coal by ‘‘Icafing” up hill 
ind running down at full speed. The apparatus being 
irranged to show (he speed for any desirable distance or at 
wy point shcw; whether express trains slow properly in 
vassing stations, and it also indicates very closely the occur- 
rence of a break-down and its position. Aithough not sug- 
rested, the contact-key, by a prearranged system, could be 

perated by levers carried on all trains, and made the means 
of calling for assistance and stating the nature of the diffi- 
culty, such as ‘** stalled on grade,” *‘ stuck in snow.” etc. 

The author reviews the history of interlocking switches 
ind signals, and credits the first operation of switches and 
signals at a distance to an English engineer, Mr. Stevens, in 

847; and to Saxby in 1857, the first application of inter- 
locking. 

Saxby & Farmer put up the first interlocking apparatus in 
rermany at the Stations Bérssum aud Jerxheim, of the 
Brunswick Railroad, in 1870. From this beginning there 
sas been an increasing extension of such apparatus every 
year, and a manufactory for the construction of the appli- 
an ‘es has been put in operation by Judel & Co., at Bruns- 
wick. Onthe Elberfeld system alone $206,878 were spent 
yn interlocking apparatus between 1875 and 1889, and on 

he collective Prussian state roads 842 signal cabins at 389 
stations have been fitted up. In the last six years $1,500,000 
nas been spent on the Prussian state roads for this purpose, 
and for each of the years 1884-5 and 1885-6, $200,000 
additional bas been appropriated. 

The author closes with the statement that no unprejudiced 
traveler will deny that the German railroadsare not equaled 
and certainly not excelled by any foreign roads as respects 
the comfort of the vehicles, the convenience of the station 
arrangements, the attentiveness of the cfficials, and the care 
of the management for the information of the public; and 


says that similar claims can now be made for the 
safety of the traffic. So far as the convenience of 
station arrangements aud the attentiveness of offi- 


cials and the information to the public, there is not 
a great deal to wish for; and as to baggage arrange- 
ments, the Germans are certainly ahead of the English. 





Sanders, automatic vacuum, 


They are a long way ahead of us in the politeness of official 
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and attention paid to the traveler, but perhaps a little be- 
hind the English in this respect. 

Their railroad guides are the best in the world, and might 
be well copied by our guide-makers in more than one respect. 
particularly in the inlexing arrangements. The German 
railroal guide hasa skeleton map with the lines on whicb 
through trainsarerun iu heavy lines, and numbers are 
attached to all the lines on this skeleton m ap referring to the 
pages in the guide where the route in question is to be found. 
The Germans, bowever, have only to give information for 
some 49 000 miles of road, and on a comparatively smal 
territory, and can do what is impossible in a single volume 
for our 125,000 miles and half a continent. 

As to safety appliances and the generality of their applica- 
tion. the English roads are still somewhat ahead of the world. 
and we are behind the Germans somewhat, though far ahead 
in the matter of brakes. 

When it comes to comfort and convenience of rolling 
stock, however, we can put in a little plea to the unpreju- 
diced traveler, to whom our author appeals so confidentiy, t« 
say whether a journey could be made from New York to 
San Francisco with German appliances with the comfort 
that is to be found in the same grade of vehicle here—back- 
ing their first-class with sleepmg cars (a very expensive lux- 
ury there) against Pul!man’s stock ; second against our first : 
third against our second, and fourth against our emigrant. 
The second-class German car compares favorably with ow 

first asa place to sleep in, but it not as well ventilated o 
lighted, and in summer would be unbearable here on account 
of the heat in the small, heavily upholstered compartments. 
while the necessity when the compartment is well filled of 
sitting face to face with a more or less uncongenial fellow 
traveler is not pleasant. Mr. Paine has mentioned the ad- 
vantage in European cars of ventilation at the top instead 
of the bottom of the window when individual ventilation i: 
desired. 

German third-class accommodation is often much better 
than our second—not on account of the construction or fitting 
up of the car, but by reason of the provision of non-smoking 
and ladies’ compartments in this class; but on a long journey 
the want of any water-closets in this class, and indeed in the 
higher classes in many cases, is very annoying. 








THE SCRAP HEAP. 


Railroad Young Men’s Ciristian \(ssociation. 

Oa Friday. O°. 29, the Association at Minneavolis give a 
‘* Boor Ra -apsioa,” for w1¢e1a1 a tassive progran ne was 
arranged, con-isting of music and an address by President 
Cyrus Northrop. of the University of Minnesota. 

Tae tollowing extract, from the circular sent out by the 
committee, will explain their object : 

‘It is our aim, throuzh this reception, to lay the founda- 
tion for a good circulating library fur the use of railroa 
men and their families. 

** You are asked to further this object by donating one o1 
more books at tus time, or, if preferable, the money to pur- 
chase the sarne. Books can be sent to these rooms at any 
time before the eveuing of the recept‘on, or brought at that 
time (admission being by a good book or at least $1 in 
money), or, if this prove iaconvenient. ‘ve will be glad to cali 
for such books as you may be pleased to contribute ? 

‘**Works of history, travel, science; standard works of 
reference ; tre:tises on mechanics ; in short, any good book 
that has proved of value to you will be valuable to us. You 
doubtless have books which, htving served their term of u-e- 
fulness or pleasure to you, would prove of lixe usefulness and 
pleasure to our railroad men when placed here. 

‘** We believe that a good library will carry educating and 
uplifting influences to many of the railroad men who are 
seldom able to visit our reading rooms.” 


The Rio Accident, 

The most shocking accident which has occurred in Wiscon- 
sin for many years took place very early on the morning oi 
Oct. 28, near Rio, 4 smail station on the Chicago. Milwsukec 
& St. Paul Railroad, about 12 miles from Portage. The fast 
limited express, which eaves Chicago at 7:30 p. m. for St. 
Paul, ran into an open switch, and the engine, baggage car, 
passenger coach and three sleepers were wre ‘ked. ‘The ba_- 
gage car, coach and two sleepers were burned. 

Only three of the passengers in the coach escaped—a mar 
ard twochildren. The man’s leg was broken, tut he suc- 
ceeded in forcing bis way through the ventilator on top oi 
the car, with most of his clothing burned off and with his 
flesh bleeding from cuts iuflicted by broken glass, The chil- 
dren were a baby, 4 or 5 months old. and a little girl aged 5 
Their mother was wedged in at the waist, urable to 
move. The overturred stoves immediately set fire to the 
car, which was soon enveloped in flames. An attempt was 
made to uncouple the -leepers and pull them away from the 
fire, but the coupling had been blocked. The passengers in 
the sleepers were hurried out, aud the cars were soon all a sea 
of flames. 

The shrieks of the passengers in the first coach were ap- 
palling, and the air was filied with pitiful cries for help, 
which could not be given. In less than 10 minutes their 
cries had been stifled and all the occupants of the car, with 
the three exceptions named, had been burved beyond recoz- 
nition. The conductor says there were at least 17 passengers 
in the car. The fire was so fierce that nothing was left of the 
cars except the iron trucks. 

The conductor and brakeman of the freight train saw the 
crash, and escaped to the woods. They have since returned, 
and each tlames the other for leaving the switch open. 

The engineer of the limited states that he only saw that the 
switch was open when within three car-lengths of it. He re- 
versed and applied the air brakes. The engine plowed into 
the sand on the right of the track on its side, a distance of 
about 30 yards, and was disabled. The conductor : nd 
brakeman of the limited were jammed in by the fallen bag- 
gage aud the baggageman had one leg broken, but all three 
managed to escape from the car. The five mail clerks and 
most of the mail were saved, but some 60 sacks were burnt. 
Bishop Whipple. of Mianescta, was in one of the s'eepers but 
escaped, and helped to rescue the two children from the 
coach. 

The accideot was undoubtedly cau ed by the open switch. 
The switch light was only visit-le a short distane off, as the 
spot is approached ona cu ve si’uated inacutting. A freight 
train bad taken the siding at Rio, according to orders, but the 
switch had not been closed, and the responsibility rests on 
some of the trainmen. 





lsft New Orleans on Tuesday morning, Oct. 26, at 5:30 o'clock, 
and reached Memphis at 6 o’clock the sane evening, having 
made the trip in 12 hours 30 minutes. Tue number of stops 
s not given, but it is stated that the total time actually taken 
in running the distance of 455 miles was 10 hours 10 minu ‘es, 
ziving an average speed of 44.75 miles an hour. 


Very Thoughtful. 

A brakeman in the employ of the Delaware & Hudson 
Canal Co. is a very obliging person, and thouzhtful 
withal. An excursion party. which included manv young 
menand women, recently made the trip fron Albauy to Lake 
teorge, and as the train would near a tunvel—of which there 
are a good many on the line—he would call out, in stentorian 
‘ones: ‘*Gents, choose your partners for the tunnel.”— 
Matthews-Northrup Guide. 

Pathfinders. 

‘*Tsn’t it dreadful,” asked Miss Lilybud, ‘‘to run over a 
man?” ‘* Yes indeed, mum,” replied the stoker on old 93, 
** musses the engine up wuss nor a cow.” 

The train broke in two, the engineer backed up, and 
she next mivute the cheery brakeman called ‘All right 
1ere |” and the train rattled swiftly on its way. ‘*What was 
be matter 7” asked the conductor. ** Coupling pin broken,” 
aid the brakeman. ‘* Where did you get another ?” 
‘ Didn’t. Couldn't find one. SoI just drove in a radish I 
zot at the lunch counter and it holds like a first mortgage.” 
After his uncle William got to be one of the directors of the 
Whoa, Haw & Gee Short Line. Charley Taperfinger was 
-aken from the ribbon counter of Blanc & Black’s, and made 
a passenger conductor. He got along pretty well on his first 
rip, gathering up the tickets. and politely asking each pas- 
enger ‘if there was nothing else?” until a man tendered a 
vill for bis fare. Then the new conductor took the bill. folded 
it around his punch, looked anxiou-ly up and down the car. 
and rappivg on the back of the seat with his pencil called cu 
*Ca-ish! cash! that boy is never around when you want 
him 

All the waiters in the dining station at Basswood siding 
truck, and old Mr. Thistlepod, who had leased the 1 estaur- 
ant. undertevk to run it himself. When a ravenous guest 
tired bimselt into the room at the head of the procession, for 
a twenty-miuute gorge. the old man met him at the coor. 
hovk hands with him. tovk his kat and said, ‘* Well. how be 
you? Goin’ west? Dusty traveliu’. Recon ye'll stop for 
dinner? Well. set down, set down. Git yverselt cooled off e 
vit, an’ I'll see if the folks can git vou up somethin’ to eat in a 
minute or two. Here’s yisterday’s paper to look at while 
you're waitin’.” Aud as the old man poked off toward th« 
<itchen, the conductor called *‘ all aboard,” and the old gen 
tleman swears that the railroad company is in league witb 
the strikers to break down his business.— Burdette, in Path- 
finder Guide, for November. 


\n Immoral Locomotive. 

Traveling man—‘ There is no hope for the East; morals all 
zone, notbing but defalcations and emhezzlements every huur 
of the day.” 

Omaha man—* Ob, I guess it’s not quite s> bad as that.” 

‘* As bad as that? [t’s worse. Why, in Massachusetts even 
inanimate objects are becoming untrustwortby.” 

‘Oh! Come now.” 
‘True as preaching. Why in Boston the other day a loco- 
motive, during the temporary absence of the crew, broke 
oose and ran away with the pay car.” 
Doubtful. 
On a small office building in Jackson, Miss., is the following 
sign : 


4 man, whose ideas were considerably tangled by mixed 
lrinks, stood gazing at this, to him, caba istic sign fcr a loug 
moe, occasionally rubbing his eyes to see more clearly. At 
last he approached a bystander with the salutation and 
yuery : 
~** Cap’n, what's that build’n’ 7” 
‘*That is the Yazoo & Mi-sissipp: Valley Railroad office,” 
was the reply : 
* Oh !” responded the ine>riate. brightening up: ‘‘1 wash 
‘fraid Young Men’s Curis’n ’Sociation *dcome here.” 


it Made a Difference. 


‘* Gentleman just called to see you, but was in a burry and 
had to go,” said tue Private Secretary as tne railroad Presi- 
lent returned from lunch. 

‘* What did he want ?” 

** A pass to Chicago.” 

‘*Tf he returns, refuse it ” 

‘* He has just been elected to the Legislature.” 

** Oh—ah—why didn’t you say so? Run out and see if you 
‘an’t tind him, and tell him [ll willingly pass his whole fam- 
ily to San Francisco.”— Wall street News, 








TECHNICAL. 


Locomotive Building. 
The New York, New Haven & Hartford Co. has a Philadel- 
phia & Reading loromotive. with Wootten fire-bex, now in 
passenger service on its road. The engine is being subjected 
to a thorough test, with a view to the adoption of the 
Wootten boiler on the road. 


The Car Shops. 
The Pullman Car Sbops in Pullman, Ill., have received con- 
tracts for building 500 gondola cars for the Union Pacific 
road, 

The Harrisburg Car Manufacturing Co. has taken a con- 
tract to build 250 box cars for the Pittsburgh & Western 
road, 

The Missouri Car & Foundry Co in St. Louis bas recently 
taken several heavy contra: ts for cars, aud has work enough 
to keep its sbops busy for several months. 

The Laclede Car Co., in St. Louis, is building a number of 
passenver cars for the new cable rei‘road in Kan-as City. 

The Philadelphia, Wilmington & Baltimore shops in Wil- 
mington, Del, have begun work ov 17 new passenger car's 
for the road, 

The United States Rolling Stock Co. bas its shops at 
Hegewisch. near Cbicago, full of work, both in building new 
cars and in repairs. 

The Lehigh Valley Railroad shops at Packerton, Pa., have 
commenced to build a number of Tiffiny refrigerator cars. 

Tne Jackson & Sharp Co, ia Wilmington, Del.. is building 
several passenger and baggage cars for the new Georgia 
| Midland & Gulf road. 


Bridge Notes. 
Tbe King Iron Bridge Co. in Cleveland, O., bas just com- 





Fast Time. 


A special train on the Louisville, New Orleans & Texas road 





pleted a highway bridge over the Westfield River at Hunt- 
ington, Mass. It is 140 ft. spa 


completed an iron bilz3 over Ball Cras naar Columdus , 


Ga., on the Georzia Millanl & Gail? roal. 


Manufacturing and Basiness, 
Westinzhouse, Crarch, Kare & C»., of Nav Yor's, have fur- 
nished a new 59 hb. p. Wastia r'10as2 272109 for astea nlaaacth 
now uiter constra ‘tion for tie U iital States goverameant, 
by E J. C11 & C>,. in Buti nore. 

A tarze Wastin rhoasa eazine has just ben vlacel in the 
mill of the Arthur Coal & Lander C», at Swissnont, Pa. 
A secon | enzine cf th2sa n> pastornhasr>:eat:y ben snipoed 
fora larze saw mill at Los Anzelos, Cal, where the first 
engine has been in use for sons ti n>. 

The L. P. Morris CU». in Patlilsloria, is batting 2 large 
blowing engine: for the Pionear Iron Co., at Birninghan, 
Ala.. and sone haavy mishiaery for Calumet & Hecla Co.'s 
copper mines in the Lake S.iperior regioa. 

Iron and Steel. 

The Roane Iron Co., in Crattanooza, Tenn., expects to 
have its steel works in operation early in December. 

The Abbott [ron C>.. 1n Ba'timore, has decided to go out 
of business and wind up its affairs. The works, which were 
first started nearly sixty years ago, have not been in opera- 
tion for some time. 

The Ajex Forge Co., in Chicago, has the contract for all 
the iroi: work for the extensive new ore docks which are to 
be built at Ashland, Wis., for the Milwauk: e, Lake Shore & 
Western road, 

Carnegie Brothers & Co. put an additional furnace in 
blast at Braddock, Pa., last week, making six furnaces now 
in operation there. 

The Old Colony tron Works at Taunton, Mass., were al- 
most entirely destroyed by fire, Ort. 27. The buildings were 
entirely destroyed and the machinery very badly damaged. 
It 1s announced that the property of the St. Louis Ore & 
Stee! Co. is to be taken out of the bands of the Receiver and 
returned to the stockholde:sea:ly in Januarv. The debts of 
the company will be funded in an issue of $2,600,000 bonds, 
secured by mortgages on the property. 


The Rail Market. 

Steel Rails.—The markt is active, with a good dealof new 
business reported, but quotations are steady at #34@834.50 
er tun at Eustern mills, with $85 named for early delver- 
ies, 

Rail Fastenings.—An active demand is reported and 
there 1s some talk of an advance in prices, but quotations 
still remain unchanged at 2.40 cents per Ib for spikes in 
Pittsburgh ; 2.75@3 cents for trackbolts and 1.70@1.80 for 
aplicel ars. 

Old tails.—The market for old iron rails continues active 
and quotations are $21.50@3$22 50 per ton at tidewater, 
although buyers are unwil.ing to go above $22. Old steel 
rail~ are in demand, with a very short supply, and quotations 
are from $24@$25.50 per ton in Pittsburgh. 


Car Couplers, 

Merk’s automatic coupler has recently been making con- 
siderale progress, orders baving been filied for couplers for 
avout 4,000 cars. Among the-e are 450 for the Delaware & 
Hudson Canal Co. and 600 for the Clevelaud, Columbus, 
(incinati & Indianapolis. These couplers are to be put on 
new cars now building tur that road at the Litchfield Car 
Works, and it is waderstood that the entire freight equipment 
of that company is to be provided with the coupler. The 
Coledo & Ohio Central and the Flint & Pere Marquette roads 
nave also adopted this coupler for cvbeir freight equipment. 
(ne Mark’s Automatic Car Coupler Co. has recently pur- 
‘hased the old Pullman shops at Kensington, near Chicago. 
Tnese, with the sbons already in use at Cleveland and Pitts- 
burgh, will give the company ample facilities for turning out 
work and filling orders, 


Phelps Induction Telegraph. 

Mr. Lucius J. Phelps, of the Phelps Induction Telegrapb 
Co., has patented a device whereby the same wire used 
or telegrapning to or from the trams is worked ‘ duplex,” 
thus evabling it to be u ed as an ordinary Morse wire for 
intercommu ication between stations, for local telegraphic 
yusiness. and simu‘taneous!y for telegrapbing to and from 
moving trains. 

Tre improvement is designed to save the expense of two 
lifferent wires, and will be avplied by the Pheips Telezraph 
Co. at onve unon the Lehigh Valley Railroad, upon which 
it is pow placing the system. 


The New Car-Whe:l Foundry. 

The Railroad Gazette of Oct. 22 contained a description of 
he new Rood & Brown Cai-Wheel Works, at Buffalo, which 
was correct excep. as to time. The works have vow been in 
operation several weeks. and have been designed for mavu- 
acturing on'y the highest grade of cast-iron wheels. A re- 
varkable test in demonstration of their success in this was 
made a few days since in the presence of a chance visitor. 
A 33-1r.. 575- b.. wheel was taken at random from stock just 
‘ompleted and Jaid flat on an iron dise which rigidly sup- 
ported the rim, but not the bub, of the wheel. A i,235-,b. 
cast-iron bail was then dropped 25 ft., striking fairly on the 
hub witbout producing a fracture or crack of any kind. The 
wheel u-ed in this test was ot the Weshburn doutle-plate 
pattern. A sample wheel which was broken up for the in- 
-pection of the visitor showed that a high quality of car- 
wheel iron was used and remarkable success obtained in 
securing a perfect cbill. 


Demand f-r Car-Building Material. 

It is worthy of note that so many of our correspondents 
mention the demasd for car-building material. Such re- 
ports come from Mictigan, Wisconsin and the South, show- 
ing that there is a revival in providing newecr’ ~ent for 
the rvilroads that is co-extensive with the covitry There 
are evidences that this particular demand has Lu .ecently 
acquired Leadway, and is now scarceiy at its tull tide.— 
Northwestern Lumberman. 


Woven Wire Fencing. 

A somewhat novel form of wire fencing bas been introduced 
by toe M-Mullen Woven Wire Fence Co. of Chicago. Itisa 
woven wire netting without barbs, The top and bottom are 
made of three compactly twisted steel wires, which gives 
strength and stability to the fence. Each joint is made by a 
double twist of the wires. 

Two sizes of mesh are made, 5}¢ 4 
by Sin. Among the advantages claimed are the following : 

Having strenzth without much surface, it is not affected 
by severe wiud or snow storms, and it will stand erect wh re 
a board, rail or slat and wire fence would be leveled to the 
ground, It is strong. easily handled, durable and ornemen!al, 
and can be taken down, reviled up and carried to otker points 
without injury. It is peculiarly adapted to sections where 
timber is scarce, as it can be put on either wooden or iron 
posts. 

Itis also claimed ‘ hat, while it is durable and effective agains: 
both large and smail animals and poultry, it will .ct cue t 
snowdri'lts, obstruct the view or injure the fleece or hide of 


, in. by 10!¢ in. and 4 in. 





D. 
The Phenix Bridge Co. in Phosnixville, Pa., bas just 


sheep and cattle. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 


this office. 











Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roadsand machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin 
tons, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 


THE RIO DISASTER. 


The most serious railroad disaster of the year (let us 
hope), and certainly by far the most distressing one, 
has come almost at the last of it. ‘‘ Accident” it can- 
not be called in any proper sense, since its origin can 
be directly traced to the use of inferior appliances 
when better exist at a reasonable cost: viz., three- 
throw stub switches, instead of split spring switches, 
which are safe against trailing derailments at least, 
while its horrors were intensified, and it may even be, 
possibly, wholly caused by the use of inferior heating 
appliances; for no one appears to have lost his life in 
the ** accident” except the 17, more or less, who were 
burned to death in one car. With its usual clearness 
of vision the daily press harps only on the heater ques- 
tion and passes over the stub-switch question entirely, 
but the latter is perhaps the most important to rail- 
road men, in a practical sense, since prevention is bet- 
ter than cure. 

In saying this we by no means wish to deny or ob- 
scure the fact that had the best practice been followed 
in any one of several details the ‘* accident” would 
either have been avoided altogether or reduced in 
severity. It does not necessarily follow that the man- 
agement is so greatly blameworthy for not having fol- 
lowed the best practice in any detail, nor even foy 
using the stub switches, which were the immediate 
cause of the disaster. Had the disaster occurred on 
an Eastern trunk line, the management would have 
been placed under just condemnation. Shoulda simi- 
lar one occur five or ten years hence on the Milwaukee 
& St. Paul main line, or on other similar lines, its man- 
agement would likewise be wholly in fault. Perhaps 
in the eyes of infinite wisdom they are now, but we 
do not care to assume such wisdom. At present it 
can only be said with positiveness that while it cannot 
be expected nor demanded that stub switches should be 
immediately;pulled out, or even wholly abandoned for 
new work, because something better or safer was 
known to exist, yet that their use has been continued 
longer than was right or expedient, especially in 
the West, where they are far more common than in the 
East on lines of equal traffic, and that we see in this 

accident the consequences. 

In fact the consequences can be seen in almost every 
monthly accident report, although this particular form 
of accident (from misplaced trailing switches) is less 
common than others, and our weak human nature 
generally neglects the moral of all but the more serious 
disasters. The Milwaukee & St. Paul (like a number 
of other Western roads) has great numbers of stations, 
of which Rio is one, provided with three-throw stub 
switches and double side-tracks. At midnight on Oct. 
27-8 both of these side tracks were occupied by sepa- 

rate halves of a freight train which had just pulled in 








from the west to let the new west-bound limited pass. 

Whether from forgetfulness or lack of time (the ac- 
counts differ), the switch had not been thrown back 

behind the train for main track when the limited came 
along down grade ‘‘at 45 miles per hour,” the accounts 
say,and ran off the trailing stub ends. The engine ap- 
pears to haverun about 250 ft., and half of it onits side, 
so as to derail only a baggage, mail and passenger car, 
and the front truck of three sleepers, leaving the rest 
on the track. This seems marvelously quick stop- 
ping for such a speed, but it is well to remember that 
Mr. Westinghouse once stopped an experimental 
brake van going at 45 miles an hour in 288 ft., so that 
it was not beyond physical possibility to have stopped 
the train by brakes alone, so that no great harm could 
have resulted, even within the brief notice of three cay 
lengths. As it was, the air brakes, applied by engi- 
neer Little with a courageous coolness in the face of 
death (which should not be forgotten, and which it is 
to be regretted that there is no formal way to recog- 
nize), unquestionably saved more than half of the dis™ 
aster. 

Then, ‘‘in less than a minute after the crash,” the 
conductor testifies, the awful work of the flames 
began, and by the time he had escaped from under the 
pile of baggage, which, he well says 
‘** must have been in less than five minutes [it appears to have 
been three], although it seemed an age, the women were yell- 
ing inside the coach, and the fire had enveloped the whole 
car. The coach was right side up, but the seats seemed to 


be broken up inside, and the passengers seemed to be pinned 
to the seats.” 

What the heaters were is not distinctly stated, and 
it is to this extent a minor matter, that probably no 
heater will ever be devised which will insure safety 
under such circumstances, and certainly none is in 
use ; but it appears from the accounts that the heat- 
ing arrangements were of a most inferior class as re- 
spects safety, common stoves, and the pathetic and 
heartrending details of the consequences may well 
sause every railroad officer to ask himself, ‘‘Am I 
also negligent?” 

‘** The victims struggling in the wreck could be plainly 
seen by the light of the flames. One:-women, large and 
stoutly built, could be seen making frantic efforts to free 
herself from the broken timbers that held her to the floor of 
the car. She was unsuccessful, and her struggles and aw- 
ful screams were soon stopped by death. One beautiful 
young lady succeeded in raising her head and the upper part 
of her body above the wreck. Standing surrounded by 
flames for a minute or two, she stretched out her arms and 
called in piteous tones for aid, and then fell forward dead. An 
old man, with white hair and beard, pushed his head and one 
arm through a hole in the roof of the car, called out that he 
knew he must die and wanted a message taken to his ‘ poor 
ola wife,’ but neither his name nor his address could be 
learned, and in less than a minute his hair and head were in 
flames and his awful cries were silenced by death. 
Two children, one aged 4 years and a babe 8 months 
old, were handed through a broken window by their 
heroic mother, who was wedged in the seat awaiting 
death from the flames which enveloped her. The men on 
the outside who received the children tried hard to rescue 
the mother, but to no avail. The heat was terrific, and they 
finally had toabandon their attempt, leaving the unfortunate 
woman who had saved her twochildren to her fate. The brave 
mother saw there was no hope for her. She gave the names 
of her children, and that she was the wife of Conrad H. 
Scherer, a dry goods merchant, at Winona, Minn.” 

In all some 20 persons appear to have been in this 
car, according to the latest accounts, all but three of 
whom were burned alive, while six more were 
seriously injured, one of whom escaped from the burn- 
ing car in spite of a broken arm. 

We have no belief, as we have said, that any means 
whatever can be found to wholly eliminate the danger 
of such holocausts so long as fire is carried on the 
cars at all. The simple substitution of boiler iron for 
cast-iron stoves would probably save a great deal, and 
certainly itis not too great a price to ask and demand for 
the measure of safety attained, albeit itis not too great. 
Suspended heaters outside the car are probably safer 
on the whole than any mode whatever of interioy 
stove heating, and as they save useful room inside and 
take up none outside, and as it is a more natural way 
of heating, since heat tends to rise, it is strange that no 
one has succeded in bringing them into greater promi- 
nence. Still safer are the heaters which have been to 
some slight extent introduced, where a fire is carried 
only in one end of the baggage car. Still safer 
yet are heaters which use steam from the locomotive. 
The elevated railroad cars in New York are thus 
heated, and well heated, by live steam from the loco- 
motive, and it may well be that the difficulties in the 
way of more general use of the system are more 
imaginary than real. This system is used in Russia, 
we believe, with entire success, although probably 
with lighter trains than ours. For all the bad suc- 
cess which has attended efforts of the kind so 
far, it is reasonable to hope that some device 
of this kind may eventually become the stand- 
ard, and the prospect is good enough to makeita 
moral duty to lend every reasonable assistance to per- 
fecting them. 

In the mean time, it can be rationally demanded of 





every road that at least the ways of carrying fire on 


each car shall be the safest known. Cast-iron stoves 
such as ornament most baggage cars are simply 
murderous. The ordinary passenger car stove is little 
better. The various boxed heaters are a long advance 
on them, especially when provided with the Winslow 
safety tank, which would have been of no use in this 
particular case, but which may be and has been of the 
greatest use in case of overturning. Exterior heaters 
are probably the safest of all, and the one now largely 
used on the Reading Railroad, which is wholly of 
wrought iron, would probably have saved all the 
horrors of this disaster had it been in use. Even good 
boiler iron stoves might well have saved them. 

It would seem as if it should not be beyond the 
reach of inventive genius to devise some way by 
which a very violent shock or breakage of any kind 
should discharge a flood of water or carbonic acid gas 
into the fire-pot and thus extinguish the flames at once, 
although the difficulty is that the heat in the coal 
could not be destroyed at once, as the flames could, 
and the mischief, if there is to be any, is done almost 
instantaneously. Even exterior heaters, while safe in 
some cases, might well be the most dangerous of all 
in others, nor does it appear that in this case, or 
in most others, fire-extinguishers, even if carried 
on the cars, as various newspapers vehemently 
urge, would have been of any real use. The emer- 
gency is too sudden and too great for dealing with it 
in such squirt-gun fashion. The heater problem re- 
duces itself to good wrought-iron heaters if car heaters 
must be used, and to heating by steam from the loco- 
motive by all means, if possible. 

But the surest of all remedies is to strike at the root 
of such disasters by removing the cause. Passing for 
the moment the most immediate and the most discred- 
itable defect in the appliances in use (discreditable be- 
cause the general use of main line stub switches and 
common car stoves has been continued for an unwar- 
ranted and unnecessary length of time), there were 
at least two other contributing causes of a remediable 
nature, without which the disaster could not have 
occurred, 

The first was the fact that the switch signals were 
so placed that they were entirely hidden from sight 
by the cars on the side-track, until the engine was 
within three car lengths. This, we fear, is a very 
common state of things, and it is obvious that if it is 
important to protect the switch by signals at all 
(which no one questions), it is important to place the 
signals so that they can be seen above all ordinary ob- 
structions. This can be accomplished either by a 
switch signal high enough to be seen above the tops of 
cars, or by simple and inexpensive interlocking appa- 
ratus, which causes the display of distant signals. As 
there is every probability that on lines of the impor- 
tance of the Chicago main lines such appliances 
would save their cost even in money, there is no 
reasonable warrant for longer neglect to make a 
beginning at least toward their general use. 
Where limited trains are run at very high speed 
with few stops, the special precautions taken 
on first-class lines should be observed. A road that 
can afford to run limited express trains should be able 
to afford some expenditure in safety apparatus, and 
one of the simplest, cheapest and most essential safety 
apparatus isa switch light or signal indicating the 
position of the switch to the engineer of an approach- 
ing train when he is at least 1,500 ft. away. 

Probably trains have to pass switches at some speed 
several million times in the year, and if the average 
fallibility of mankind is such that only one switch in 
one million is left open, the number of accidents would 
still be considerable. The remedy is to show the en- 
gineer of the approaching train the position of the 
switch in a clear and unmistakable manner. 

In some cases this can be done by combining a sig- 
nal post and a switch stand in a cheap and simple ap- 
paratus, so that a light elevated some 20 ft. or more 
above the ground shows clearly the position of the 
switch. The switch handle cannot be moved without 
at once affecting the light, which should show danger 
until the movement of the switch is completed and 
the handle is again in sucha position that the switch 
cannot be accidentally opened. 

Such an apparatus is made by several firms in this 
country, and though not perfect or applicable to all 
situations would save many accidental derailments. 

If itis impossible to give sufficient warning by the 
adoption of such a device, a more expensive arrange- 
ment may be used, and the switches interlocked with 
main and distant signals on elevated posts. It is not 
necessary to place the locking frame indoors, though 
it is generally advisable to do so, but a simple outdoor 
locking apparatus is better than none at all. Where 
the station or switch is approached on a steep down 
grade, as in this case, or by a curve in a cutting, a dis 





tant signal is really essential to the safe working of a 
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fast train. The expense of erecting one on a high post 
at every important point is only a fraction of the loss 
by a single accident like this. 

The second remedy referred to is of an even more 
definite and positive nature, and far more inexpensive. 
The root of the difficulty in nearly all cases of mis- 
placed switches is that some one has thrown the 
switch wrong for main track and forgotten to replace 
it. In part this is remediable by more thorough dis- 
cipline, but discipline alone will never be a thorough 
guard against it. There is, however, one simple and 
absolute check, that after the switch has been un- 
locked it shall not be possible to remove the key un- 
til it has been relocked in main line position. This 
involves certain inconveniences, which the happy-go- 
lucky brakeman is apt to object to, but it is SAFE, and 
until the danger of misplaced switches is otherwise 
better guarded against than now, it is a safeguard 
which ought not to be absent. 

But THE moral of this particular disaster, as we said 
before, is that the use of the dangerous stub-switch is 
unwarrantably common, which seems the more 
strange when we remember that there is really noth- 
ing appreciable saved by using it when the three- 
throw crotch-frog plan of switch is likewise in use. 
The two frogs are the same; the leads are the same, 
and the work on the two pairs of point rails is very 
nearly covered by the cost of the crotch-frog, and the 
labor and waste of rails required for putting it in. The 
Western roads, or most of them, should awaken to 
the fact that they are behind the age in their practice 
in this matter, which is in many respects an unusual 
and unnatural position for them to occupy. 








CHICAGO CATTLE AND BEEF SHIPMENTS. 


The shipments of live stock and fresh meats from 
Chicago eastward last September, by all lines except 
the Chicago & Atlantic, were 81,401 tons, while the ship- 
ments of other freight in the same month were 148,737 
tons, so that the cattle and beef were equal in weight 
to 54.7 per cent. of the other freight, and at regular 
rates the gross earnings on the cattle and beef must 
have been very nearly as large as on the other freight, 
and the net earnings larger ; but rates were probably 
cut more on live stock than on other freights, and we 
cannot venture to say what they actually were. 

The total shipments of live stock, etc., were larger 
than in any other month of the year, and larger 
than in any month of last year except October. The 
chief cause of variation in the shipments from month 
to month is the varying numbers of live hogs taken to 
Eastern packing-houses. Compared with last year, 
the shipments this year were 6,403 tons (8+ per cent.) 
greater besides the unreported shipments by the Chicago 
Atlantic, which, when it reported, had about 10 per 
cent. of the live stock, but, we believe, little or no 
dressed meat. 

The shipments of live cattle and dressed beef in 
September were, in tons: 








1886. 1885. Increase. P.c. 

Rs cicnnesscncd|. Kiccunell 33,871 31,105 2.7 8.9 
oe Wes “ensanne 266 9.3 17,730 1,576 8.9 
ee 27,782 21,634 6,148 28.4 
Total beef. .............. 47,088 39,364 7,724 196 


What is most remarkable here is the great increase 
in the total supply of beef sent to the East from 
Chicago—nearly one-fifth in oue year. As compara- 
tively little is exported, and not any more this year 
than last in September, this would indicate an enor- 
mous increase in the consumption of beef, if the whole 
supply came from Chicago. As there are now fewer 
men out of employment than there were a year ago 
and incomes are generally larger, there may have 
been a great increase, this being the costliest meat 
food, which is given up for salt beef, bacon, etc., when 
poor people have less to spend; but again, Chicago is 
not the only shipper of cattle and beef, and the other 
markets may not have increased their shipments in 
the same proportion. 

In every month of this year except August and 
September the Chicago shipments of live cattle were 
less than last year. ‘The increase in live cattle in the 
months named, however, was much less than the in- 
crease in dressed beef. In September, we see, of the 
whole increase in the supply of beef about four- 
fifths was forwarded dressed. 

For the nine months ending with September the 
shipments of live cattle and dressed beef have been : 








1886. 1885. Inc. or Dec. Pe. has been : 
EN a see 268,879 303,792 — 34,913 11.5 ae n 
SE 153,261 173,161 — 19,900 11.5 1879. 1880. 1881. 1882. 1883. 1884. 1885. 1886. 
Dressed beef....... 209,724 163,871 + 45,853 28.0} Millions of— 
< ——| Pass.-mile. 39.1 46.1 52.9 645 675 738 648 574 
Total beef.... ... 362,985 337,032 + 25,953 7.7| Ton-miles.268.6 247.3 282.9 179.2 260.6 224.9 253.2 319.0 
Thus, while the shipments of cattle decreased one-| The fluctuations in the amount of traffic have been 


ninth for the nine months, those of dressed beef in- 
Of every thousand pounds of 
beef going from Chicago, 514 lbs. were shipped on the 


creased 28 per cent. 


hoof last year ; this year, only 422 Ibs. 


larger than in any previous month —1,591 tons (6 per 
cent.) more than in August, and 1,235 tons more than 
in July (when also they were larger than ever before), 
and 6,248 tons (28 per cent.) more than the average 
monthly shipments of the six months ending with 
June last, which is a remarkable gain to be made in 
so short a time. The dressed beef shipments did not 
increase much in the first half of this year, having 


been, in successive months, in tons : 
Jan, Feb. March. April. May. June. 
22,328 21,431 18,892 20,176 23,163 23,213 


They were much larger than last year, and the 
cattle shipments much smaller; but in the three 
months since June there has been a large increase in 
both cattle and beef shipments. The cattle, which 
had averaged 28,095 tons per month (= 16,014 tons 
beef) in the first six months of this year, have 
averaged 33,437 tons (= 19,059 tons beef) in the 
last three months; and the dressed beef aver- 
vged 21,534 tons in the first six and 26,840 tons 
in the next three. Thus the total supply, which 
up to July 1 had been 37,548 tons per month, has 
been 45,899 tons since, an increase of 8,351 tons, or 
22 per cent., per month, of which increase 36} per 
cent. has been sliipped as cattle. Out of every 
thousand pounds shipped from Chicago, 574 were 
dressed beef in the first six months and 585 in the last 
three months. Thus, while both cattle and beef ship- 
ments have, increased, beef has increased most. The 
most notable fact, however, is the great increase in the 
total shipments. 

To ascertain whether such an increase is usual at this 
season, we compare with the shipments for the cor- 
responding periods of last year, when the shipments 
were, in tons, per month: 


6 mos. to 3 mos. to 
June 30. Sept. 30. Inc. or Dec. P.c. 
IR... sencrnarnaie 35.456 30,352 — 5,104 16.8 
ere 17,301 — 2,909 16.8 
Dressed becf......... 16,119 20,385 + 4,266 20.9 
Total beef ........ 86,329 37,686 + 1,357 3.6 


Thus last year the shipments in the last three 

months were but 1,357 tons per month larger than in 

the first six months; while this year they were 8,351 

tons greater in the last three than in the first six 

months. 

While this does indicate a considerable increase in 

consumption, it must be remembered that the change 
from cattle to dressed beef tends to increase the pro- 
portion of the whole supply that comes from Chicago, 

because there are many places which ship cattle, while 
Chicago is the only one which ships very large quan- 
tities of dressed beef—at least a much larger part of 
the total shipments of dressed beef than of cattle go 
from Chicago. It is altogether improbable that the 
total beef consumption of the country is a fifth larger 
now than it was four months ago, as the Chicago 
shipments by themselves would indicate. 

What the effect of the difference between the 
dressed beef rate and the cattle rate is having on the 
shipments it is impossible to say now, because rates 
are so irregular that we cannot know what the actual 
difference is. The great cattle carriers, however, are 
now carrying also large quantities of dressed beef, and 
this inclines them to make the difference such that 
they can keep both traffics, and the difference in the 
regular tariffs established March 1 last was intended 
to have this effect. 

The total tons of live stock of all kinds and fresh 
dressed meats of all kinds shipped from Chicago for 
the nine months ending with September were 680,135 
tons this year, against 630,815 last year, showing an 
increase of 49,323 tons, or 7.8 per cent., notwithstand- 
ing the lighter weight of the dressed beef substituted 
for the live cattle. The gross weight of the cattle and 
beef shipments was, however, 10,940 tons more than 
last year. Most of the remainder of the increase has 
been in live hogs. These shipments are more impor- 
tant than any other rail shipments from Chicago, and 
the increase in them does something to offset the great 
decrease in the flour and grain shipments by rail. 








The Ohio & Mississippi. 


The Ohio & Mississippi Railway report for the year 
ending with June last showsa very much larger freight 
traffic than ever before, but at rates more than 30 per 
cent. below the average of the previous five years, 
while the passenger traffic was the smallest since 1881. 

The traffic in millions of passenger and ton miles 


unusually great for an old railroad without change in 
mileage. Thus the passenger traffic increased 60 per 
cent. from 1880 to 1884, and fell off 22 per cent. from 
1884 to 1886; while the freight traffic was larger in 





no less than 37 per cent. from 1881 to 1882, and this 
year was 78 per cent. more than in 1882 and 26 per 
cent. more than last year. 

The rates are now among the lowest received by any 
railroad so far west, and as low as on the trunk lines. 
In cents per passenger and per ton per mile, they have 
been : 


1879. 1880. 1881. 1882, 1883. 1884. 1885. 1886. 
Pass.-mile ...2.38 2.4 2.35 2.22 2.19 2.00 2.05 2 07 
Ton-mile...... 0.99 1.09 1.04 1.17 1.00 1.05 0.81 0.70 


It is surprising to find that the average freight rate 
was an eighth Jess this year than last, though through 
rates were at the lowest in nine months of the 12 to 
June 30, 1885, and in only three months of the last fis- 
cal year. The average through rates certainly 
were higher this year than the year before, though 
they were not always maintained at the agreed 
figures, and possibly less so at St. Louis than else- 
where. But this company’s last fiscal year was coin- 
cident with last winter wheat crop year, and 
winter wheat is the great crop on its lines in 
Illinois, and probably in Indiana also. In these 
states, and in Illinois particularly, this crop was a 
failure last year. In Illinois the production was but 
10.7 million bushels in 1885, against 32.4 in 1884; in 
Indiana there were 26.7 millions in 1885 and 33.7 in 
1884, the failure being most complete in the southern 
parts of those states. The natural effect of this was to 
reduce the local traffic, which pays the highest rates ; 
so that the average rate was nearer the through 
rate than in almost any other year, probably. 
Further evidence of this is the fact that the average 
distance this freight was hauled increased from 
about 180 miles in 1884-85 to 200 miles last 
year. This, however, makes the great increase in 
traffic the more astonishing, and indicates that it 
must have obtained an unusually large share of the 
through freight, for the total amount of that freight 
to and from St. Louis and Louisville was not re- 
markably large in that year. The profit on such 
a rate must be extremely small, the average 
train load not being very large, as on the Erie and 
many other lines further east which have a large 
through traffic. 

The earnings and expenses of the company have 
been : 














_ Earnings.— - = 
Pass. Freight Total. Expenses. Net earn 
1879... $928.501 $2,064.465 $3,197.567 $2,364,625 $832,942 
1880... 1.086.303 2,686,608 4,005,497 2,725,236 1,280,261 
1881... 1,243.336 2,959.350 4,435,715 3,316,058 1,119,657 
1882... 1,432,552 2.099.345 3,832,573 2.987.960 4,613 
1883... 1,475,771 2,631.748 4.375.748 3,254,383 1,121.65 
1884... 1,478,921 2,379,626 4,139,437 3.283.401 856,036 
1885... 1,330,948 2,063,548 3,645,467 2,670,736 974731 
1886... 1,191,590 2,227,255 3,671,920 2,597,708 1,074,212 
The increase in freight earnings and the increase 


and decrease of freight earnings from different years 
to 1885-86 have been: 


Inc. or Dec. in 


Inc. in traffic. earn. 
1883-84 to 1885-86.. ........... 42 p. Dec. 64p.c 
1882-83 ** me paswonviannsee _— “ 15.3 “ 
ei TT TT rorer eee _: = Inc. on = 
1880-81 “ dees Sonrauces 123% ** Dec. 245 * 
1879-80 ** - = " os 


which railroad companies are compelled to work for 
the benefit of the public. In 1880 the Ohio & Missis- 
sippi carried 46 million passengers and 247 million 
tons of freight one mile at an expense for working of 
$2,725,000, and made $1,280,000 for interest on the in- 
vestment. Last year it carried one-fourth more 
passenger traffic and 29 per cent. more freight 
traffic, at an expense smaller by $127,500, 
but it made only $1,074,212 for interest on its 
capital. It had carried 11 millions more of 
passengers and millions more of tons one 
mile without increase, but with a decrease, 
in expenses, and the public got this additional traffic 
carried for nothing, had all the saving in working ex- 
penses, and $206,000 more, or nearly one-sixth de- 
ducted from the income of the proprietors of the rail- 
road. Counting a passenger mile equal to two ton- 
miles, the expense of carrying a ton of freight 200 
miles over this road (the average haul this year) has 
been reduced from $1.60 to $1.20, or 40 cents ; but the 
charge has been reduced from $2.18 to $1.40, or 78 
cents—nearly twice as much as the reduction in 
the expense. There is no standing still, satis- 
fied with things as they are, for a_ railroad 
company, for things will not stay as_ they 
are. Rates go down in spite of all efforts, and if 
something is not done to reduce expenses, profits are 
swept away ina very short time. If the expense of 
doing a given amount of work had been as large on 
this road in 1886 as in 1880, its working expenses 
would have been only $200,000 less than its gioss earn- 
ings, and the net earnings would have been reduced 
81 per cent. 

It seems to be impossible to make a reasonable 
profit on investment in railroads which like this cross 
the state of Illinois from east to west south of 
Chicago. The state is gridironed with them, but 


72 








The dressed beef shipments last September were 


1881 than in any other year until this year, and fell 


neither the Wabash, the Indiana, Bloomington & 
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Western, the Indianapolis, Decatur & Springfield 
the Indianapolis & St. Louis, the Vandalia Line, nor 
the Ohio & Mississippi makes its stockholders happy. | 
Some of them doubtless have excessive capital ac- 
counts, but the net earnings of the Ohio & Mississippi 
last year, when they were above the average of the 
last eight years, were only $1.743 per mile, or 6 per 
cent. on $29,059 per mile. The interest on its bonds, | 
most of which pay 7 per cent., amounts to within | 
$50,000 of last year’s net earnings. 

The showing made, indeed, is not very encouraging | 
to the proprietors. Profits continue small in spite of | 
a great increase in traffic and a considerable decrease | 
in expenses. 

Until May last its gross earnings were less than last | 
year, but since they have been considerably larger, and 
in the first three months of the new fiscal year, July to | 
September, there has been an increase of 16} per cent., | 
so that there is a prospect of 1mprovement. | 








The Boston & Albany. 





The Boston & Albany Railroad shows the effect of 
the h gher freight rates very decidedly in its report 
for its last fiscal year, ending Sept. 30 last. Notwith- 
standing a slight decrease in the freight traffic, it bad 
an increase of no less than one-seventh in its freight 
earnings, this increase alone being equal to $2.66 per 
share of stock. There was al-o an increase of more 
than 7 per cent. in the passenger earnings, but this 
was due almost entirely to an increase ip pussenger 
traftic. which has grown very rapidly and uninter- 
ruptedly on this railroad since 1879—much more so 
than the freight traffic. The traffic bas been for eight 
years, in millions of passenger and ton miles: 

Million of 1879, 1880. 1881. 1882 188% 188t. 
Pass.-m‘les..101 2 312.7 183.4 1513 1573 1674 
Ton-mies ...825.5 375.5 417.1 374.3 3736 3743 

From 1879 to 1886 the increase in passenger traftic 
was 76 per cent., while the increase in freicht traffic 
was but 20 percent. But the average passenger rate 
has decreased largely and the freight rate not at all. 
which is very unlike the general course of rates. The 
passenger earnings last year were but 14 per cent less 
than the freight earnings; in 1830 they were 48 per 
cent. less. Thus the passenger business is becoming 
relatively more and more imporiant. Last year it 
was 6 per cent. more than the year before, and much 
more than ever before; waile la-t vear’s freight traffic 
was exceeded as long ago as 1881 as well as 
in 1885. In fact, the freight traffic since 1879 has 
been almost stationary, varying only from 374 to 417 
millions and averaging 386 millions, which is but four 
millions less than last year’s freight traffic. Last year’s 
freight earnings were exceeded in 1880, 1881 and 1883, 
but not much, the rates having been maintained won- 
derfully well. The average rate received, in cents, 
per ton and per passenger per mile has been: 


1885 
167.1 


398 9 


1886 
1778 
390 5 


1879. 1880 18*1. 1882. 1883 1884. 1885 1886 

Pass -mile......... 214 2.08 191 199 209 191 1.84 185 
Ton-mile...... «6 1.20 1.21 1.04 1.07 1.19 1.09 094 I.lU 
The average passenger rate has decreased, but the 
average freight rate for the eight years has been 
slightly less than the rate la-t year. 
While the company’s gross earnings increased $660.- 
751 (8.7 per cent.) last year, with an increase of less 
than 2 per cent. in traffic, the increase in net earnings | 
was but $144,039 (6 per cent.), there having been an 
increase of no less than 10 per cent. in the working | 
expenses, which were larger than ever before, except 
in 1888. As the expenses were exceptionally small in | 
' 

| 

| 

| 

| 


1885, being 8} per cent. less than in 1884, in spite of an 
increase in traffic, we may suppose that the expenses 
were made unusually large last year because they | 
were not large enough the year before. It is 
customary with this company, however, to pay 
for improvements and additiors to the property | 
out of earnings. The Jaw of Massachusetts limits its | 
dividends to 10 per cent., and it does not appear to be 
politic to pay more than §, and sometimes the profits 
are a good deal more than this. The apparent sur- | 
plus last year, however, was not quite 1 per cent. on | 
the +tock. 
The gross earnings of this railroad were larger last | 
year than in apy other except 1883, and the net earn- 
ings were exceeded only in 1579, which was the year | 
of smallest gross earnings. But it can hardly be said 
that the profits have shown any tendency to grow. 
B-fore last year for eight years the average net earn- 
ings had been $1.898.293 per year, and the years in| 
which thev exceeded that amount were 1879, 1580. | 
1883 and 1885. But the fluctuations in its net earnings 
have heen very great. they being $2,550.330 in 1879 and 
$1,582,947 two years later, the dec ea-e of $767,358 
being equal to 3§ per cent. on the capital stock. ‘Then 
in two years they increased 224 per cent. This is prob- 


ibe creditable to the nation. 


The Paris Railroad Exhibition. 





As will be seen by his official circular, elsewhere 
published, Mr. John W. Weston, whose office is at 
No. 230 La Salle street. Chicago, has been appointed 
Commissioner General for the United States of the 
‘International Railway Exposition and Congress,” to 
be held in Paris from May to October, next year, as 
we have heretofore noted. All kinds of railroad ap- 
paratus and appliances are to be exhiltited, and we 
could add immensely to the variety, intere-t and value 
of the exhibition by sending samples of our construc- 
tions and appliances. As few of these of our manu- 
facture are used on European railroads, the motive 
which made the exhibition in Chicago, in 1883, so 
greut and so excellent will be lacking: for the large 
expenditures required are not likely to be incurred by 
manufacturers unless there is hope of increasing sales 
thereby; but it ought to be possible by the co-operation 
of exhibitors, including railroad companies as well as 


| manufacturers, to make an exhibition which will be 


fairiy illustrative of American railroad practice, and 
A modern American 


freight tram, with one of gur most powerful 
locomotives and power brakes, would prob- 
ably be as interesting to European railroad men 


as woything in the exhibition; but we shall probably 
have to be content with sending 
stead of a whole train. 


sample cars in- 
Blank forms, etc., illustrating 
the clerical wi rk connected with our freight trans- 
portation would be extreniely interesting to a class of 


railroad men which is much more numerous tkere 
than here, ard would certainly astonish them. An 
American railroad station of the one-man power 


class in full operation at the exhibition would also 
startle them and be as characteristic, perbaps, as any- 
thing we can show. If we send only what wecan sell 


| abroad, our exhibition will necessarily be very uneven 


and illustrate only a few details of our railroad prac- 
tice. But if we do much more, it will probably be due 
to the patriotism and pride of the great manufacturers 
und the railroad companies themselves ; and the lat- 
ter are not hkely to do sunything worthy cf the coun 
try unless they co-operate. IZfthey did this under a 
competent head, they might provide a very fine ex. 
hibition without great cost to any one of them, and 
have it shown by competent attendants—a matter of 
prime importance. But it is so difficult to get the 
companies to co operate in matters seriously involving 
their direct pecuniary in erests, that we have little 
hope that they will do sointhis. They certainly will 
not unless some one takes the initiative in a very 
vigorous way. 

it will be easier to select delegates who will repre~ 
sent the country adequately in the Railroad Congress. 
As many as possible of these should be able to speak 


| French, and papers to be submitted at the Congress 
| should be translated into French. 


This is the great railroad country. Our mileage is 
greater than that of all Europe, and we have adapted 


| railroads to almost all imaginable conditions; and a 


railroad exhibition with the United States unrepre- 
sented or very imyerfectly 1epresented, if not like the 
play of Hamlet with Hamlet left out at least will lack 


|very much of being a universal exhibition, such as 


this is intended to be. 


The Master Car-Builders’ New Standards. 








As will be seen from an illustrated article in another 
column, four new standards have been added to the 
now long list adopted by the Master Car-Builders’ 
Association: a standard dead-block casting a standard 
for doubie dead-blocks, a standard wheel-tread and a 
standard brake-shoe. One standard was emphatically 


| rejected, the proposed standard height for passenger 


car draw-bars of 344 in. 

The actuating motive for the latter was probably, 
in good part, that it was regarded as an entering 
wedge for a change of freight car standard to the 
same figure, which was so emphatically ‘‘ sat down 
upon” in the last convention that it was not even al- 
lowed to go to letter-ballot. The feeling of the con- 
vention evidently was that the Association would be 


stultifying itself by the proposed action, punishing 
| those who had done their duty by making one change 


at their request in the interests of uniformity by com- 
pelling them te make another, in order to reward 


| those who had shown no reaciness to make even ove 


change in the interest of uniformity. The atriempt to 
show that there was any valid mechanical objection 
(o the height which has so long been standard was 
evidently looked ov as rather “thin.” The question 
of a passenger standaid is a somewhat different one, 
to this extent at least, that the existing standard is 
far less generally used in passenger than im freight 





— 





any change whatever in this standard, for the present 
at least, nor does it now appear likely that it ever will, 

The modified wheel-tread section which has been 
adopted follows exac: ly the sugges'ion of the Railroad 
Gazette that the cylindrical part of the tread formerly 
proposed shou!d be given aslight cone, wi hout further 
change. By it the former vote of 233 ayes to 145 noes 
(not two-thirds) has been increased to the more nearly 
unanimous vote of 411 to 91. There can be no doubt 
that the changed tread isat least a wore prudent one to 
adopt, if not a better one. Noone could tell exactly 
what would be the effect of entirely cylindrical treads, 
and there was at least a chance that the motion of the 
wheels would be unfavorably affected, while it was 
certain that their motion over frogs would be worse 
than with the revised form. There is grave reason to 
question whether it was wise to adopt the small fillet 
radius of £ in. in place of the $ in. radius, which has 
heretofore been more usual, but the difference is not 
great, and probably no serious harm will result. 

The two new dead-block standards are unquestion- 
ably desirable additions to the list. There is no pos- 
sible reason why any difference of practice in respect 
‘o these details should be desired or adhered to, unless 
temporarily for special reasons. In respect to the new 
standard brake-shoe, the case is not so clear. If 
there were any reasonable hope that all the dozen or 
twenty brake-shoes in use would be abandoned in 
favor of the Christie, it would be much clearer. As 
we take it to be undoubted that there is no immediate 
prospect of any such happy result, however, the ques- 
tion naturally arises: Is it better to have one ** stand- 
ard” and a dozen other similar devices in use which 
are not standard, or, by giving every one a choice be- 
tween two or three stand«rds, practically to insure 
that one or the other of them, or all three together, 
shail be in practically universal use? We fear that 
not enough attention has been paid to the lesson which 
may be learned from the fate of these standards 
ufter they have been adopted, which certainly 
tends to indicate that in the ¢ffort which is still vigor- 
ously continued to have every detail of car construc- 
tion reduced to one single universal type for the whole 
country, the Association is acting unwisely, in that it 
is attempting the impossible. Supposing some action 
like this were taken : that any truck or detail or part 
thereof, or any part of car-bodies, other than couplers 
and appliances involving the safety of trainmen, 
which was shown to be in use or about to be put in 
use on not less than 50,000 to 100,000 cars, should on 
proper applicat'on be declured a standard of the Asso- 
ciation? Would not that be doing really more to 
bring about the ¢Cesired end of practical uniformity 
than to continue to labur indefinitelry to bring 
about a nominal agreement on sinyle standar's which 
it isa patent fact that a great many persistently ccn- 
tinue todisregard? The question thus raised is a large 
one, which we cannot go into further just now, but it 
is one which, in view of the past history of the nomi- 
nal standards, is well worth consideration. Of course, 
on such a question as the height of draw-bars no com- 
promise is possible. It must be one standard or none ; 
but there are many deiails, like brake shoes, journal 
boxes and axles, in which, 1f we can reduce confusion 
worse confounded to two or three standards to be kept 
on hand for repairs, we have accomplished the de- 
sired end almost as fully as if we had one standard 
only, and we have accomplished it far more com- 
pletely if in the one ca-e we have taken action which 
will ACCOMPLISH its end, and 1n the other not, as so 
far it certainly has not. 








The pressure on our columns of matter that cannot 
well be postponed is too great to permit of our pub- 
lishing this week the somewhat voluminous final rec- 
ords of the results of the Burlington brake tests, which 
really contain the pith of the whole matter, and 
should be given together. As we cannot give it all, it 
seems better to give none. 





We print in another column a very seasonable 
suggestion from one of our best-known wheel makers. 
Common sense would indicate that in changing from 
chilled wheels to steel tires, as far as possible the same 
standard sizes shuuld be adhered to. But as the steel 
tire can well stand a wear giving a difference of 
some three inches in diameter. it is obvious that the 
stundard sizes of steel-tired wheels should have regard 
to their mean or average diameter when half worn out. 
Thus a steel-tired wheel measuring when new 33 in, 
on tread will really during its life have an average 
diameter of 314 in.; and when worn out will cnly 
measure 30 in, diameter. It would, therefore, be bet- 
ter, as suggested by Mr. Suow, to adopt such ascale of 
standard sizes for steel-tired car wheels that during the 


ably in part due to the varying amount of earnings stock, but the action had clearly indicates that the | hfe of the tire it will never differ by more than 14 10. 


spent for construction but charged to expense. 


Association as a body does not mean to countenance 


from the usual standard sizes of chilled wheels. 
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The enormous difficulty of securing unity of action 


among a large number of railroad companies even 
with regard tosome matter in which their interests are 
almost identical—as in the matter of uniform time 
standards, for irstance—has often been remarked. In 
the associations for maintaining uniform through 
rates, this is especially manifest; for though it is 
for the interest of all that rates should be maintained, 
it is for the interest of each that its share should 
be as large as possible, and out of a large num- 
ber of companies there is likely to be one or 
more whose management believes that it can 
make more outside of the association than it can in it, 
as it usually could if in spite of its abstention the other 
lines would combine an? maintain their rates. To in- 
duce a number of competing companies to co-operate 
is at best a difficult task, and its difficulty increases 
with the number of managements and of interests to 
be harmonized—with the square of the number, we 
are inclined to say. 

The work of the Central Traftic Association, which 
Mr. Geo. R. Blanchard has undertaken to direct as 
Commissioner, is thus in its nature extraordinarily 
difficult. There are forty railroads in it, and these are 
complicated with connecting railroads in such a way 
that they cannot easily control the rates at their 
Western termini. There are said to be no less than 
570 junction points m the territory of the Association, 
and they are increasing every year. The connecting 
points with lines west of the field in which the Asso- 


ciation endeavors to control rates have multi- 
plied to such an extent that well-maintained 
pools at the great tratfic ceotres like Chicago, 


St. Louis and Peoria will not prevent a very large 
part of the traffic interchanged with roads further 
west from slipping through by one of these junction 
pomts atacutrate. All these things must be pro- 
vided forif the Association is to be successful, and 
probably in time and with the co-operation of the 
Eastern truuk lines they can all be provided for; but 
we must not be surprised if the results are at times un. 
satisfactory, especially if. as now, tne Eastern trunk 
lines themselves fail to give a firm foundation on 
which their Western connections may build. 

This is brought to mind by the very interesting 
addre-s of Mr. Blanchard to the managers of the Cen- 
tral Traffic Association, ‘ct. 20last, which gives much 
valuable information concerning the past working of 
the Association and its present difficulties, and makes 
some important recommendations, some of which we 
have noticed heretofore. Other parts of the address 
we hope to consider hereafter. 








The application of the trustees of the Houston & 
‘Texas Central first mortgage tor an order of the Court 
to sell 283,200 acres of the s ate land grant which 
form part of the security for these bonds before 
Nov. 20 next only one more and perhape the 
most striking instance of the manner in which 


is 


the interests of this company’s bondholders have 
been neglected by those resporsible for its man- 
agement. The reason given by the trustees for 


this application is that the authorities of the state 
of Tex»s claim that by the terms of the land grant 
one-half of the lands were to be sold by the company 
within 14 years from the date of their acquisition, and 
that that time will expire Nov. 2u. If this is a condi- 
tion of the land grant, what is to be said of, the 
management of the company, which held on to so 
large a part of the lands until within a few years of 
the date; still more, what is to be said of the 
conduct of the receivers, and, most of all, what is to 
be said of the conduct of the trustees of the first mort- 
gage, in whose special custody lies the protection of 
the interests of the bondholders, and who waited until 
only four weeks remainea before the date of forfeiture 
of the lands before taking any steps m the matter ? 
There probably is not one bondholder who ever heard 
of such a condition in the land grart, which, unless 
the trustees were grossly negligent, must always have 
been familiar to them. In the time remaining before 
Nov. 20, it would simply be impossible to sell so large 
a body of lands for anything like what they are worth, 
or probaoly to sell them atall, except to some person 
or organization which has made preparation for just 
such an emergency for the purpose of depriving the 
first-mortgage bondholders of part of their security. 

The t.ustees say in their petition to the Court. that 
they are advised that the claims of the [Texas authori- 
ties are unfounded and cannot be maintained, but 
that as the Guvernor and Attorney-General of Texas 
declare that they shall insist on those claims and take 
proceedings to enforce them, it will tend to throw a 
cloud on the title of the lands unless they are sold be- 
fore Nov. 20. That would have been a reasonable 
petition to make two or three years ago. 

if such a sale is necessary, it should by all means 


be made subject to the lien of the first-mortgage bond- 
holders. Theland then probably would bring very 
little, but the bondholders would have their security; 
and as there is already $861,560 of interest overdue to 
them, they are entitled probably to the whole value 
of the land now, to say nothing of the security for 
future interest and the principal. 








An inquirer in Chicago writes to ask us ‘‘If 3 in. 
elevation in a track on a 3-degree curve is sufficient 
for a speed of 60 miles per hour, is 1 in. elevation 
enough for a 1-degree curve at the same rate of speed? 
lf not, why ?” 

We answer that we do not know, and we know of 
no one who does. The centrifugal force is directly as 
the degree of curvature. and if the only object of 
super-elevation be to balance and counteract this cen- 
trifugal force, as is usually taken for granted, then 
our correspondent’s question must be answered yes. 
There is, however, another force, compared with 
which the centrifugal force of the fastest train is a 
bagatelle, which tends to crowd, and does crowd the 
outside flange of the slowest train against the outer 
reil, however much elevated, which bas to be con- 
sidered; viz., the tendency of the truck to runina 
straight line and not in a cutve. This force is inde- 
pendent of the degree of curvature, or very nearly 
so, since the truck must be continuously twisted, 
however easy thecurve, and whether it be twisted 
fast or twisted slowly demands the same flange 
pressure in pounds, although a very different amouut 
of WORK in foot-pounds. The elevation necessary to 
counteract this force would be far beyond the limits 
of possible practice, viz., from 1 ft. to 15 in. on all 
curves, sharp and easy. Inasmuch as whatever eleva- 
tion there is tends to reduce this force, however, and 
diminish the flange pressure, there is plausible ground 
for the claim (which, be it understood, we do not ad- 
vance as a fact, but merely as a suggestion) that the 
better practice would be to elevate all curves as much 
as would balance the centrifugal force of the fastest 
trains, and never less than 2 or 3 in. This would 
unquestionably improve the riding of fast trains, 
and we imagine that, in so far as it had any 
effect. it would diminish the resistance of slow freight 
trains. There is room for some good experimental 
work in this direction, which has never yet been done. 

A few railroads have reported their October earn- 
ings thus early, showing : 

1882. 1883. 1884 1885, 1886. 


, L. 8. & W. $86 708 $112,524 $03 837 $158 025 S2hi abe 
JM. & St P..2.250,975 2 531 128 2,539,796 2.892.473 2.799.000 















o" N W.....2.60 ,445 2.793.991 2.52%,843 2.878.409 2,884.50u 
Den &RG 642.219 720.445 567) a 626,354 7 3212 
Norih Pac 824,769 1. = 222 1.4615 1 1,52, 85 1.487,144 
Su. L.&-.F.. 369,06 370.160 312.758 "486, 386 5 :5,317 


The Milwaukee. Lake Shore & Western continues 
the enormous gain it has had in previous months of 
this year since lake navigation opened and shipments 
of ore began. The Milwaukee & St. Paul earned 3} 
per cent. less than last year, but much more than 
ever before. The Chicago & Northwestern has a 
trifling gain over last year, a large one (14 per cent.) 
over 1884, but only a small one over 1883. The gains 
of the last two companies over last year in successive 
months have a 

Ju'y. Sept Oct. 
C.. M & St. P si0s! x12 $142,024 $ 06. 089 $281.722 D. $93,478 
Chi. & ». W. 120,769 1091630 “406,231 1:34,976 61.431 

Thus the gain over last year was wuch less in Octo- 
ber than in any of the other months, yet it cannot be 
said that Uctober was this year a less favorable month 
than previous months, but rather that it was much 
more favorable than the previous months last year. 
Thus the i — in October over September has been : 


2. 5 1884 1885. 1886 
Cc,M. St. P. 3h 263 $310,444 $3%%.555 $6:9,..96 $244,000 
C.& N.W. 48404 146,023 1769.9 526.145 197.510 


The increase from September to October was thus 
nearly twice as great last year as ever before, and 
this year, in spite of the fact that September earnings 
were unusually large, it was for the two roads together 
very nearly as large as in any year except last year. 

The Northern Pacific, which bas been having large 
gains, had a small decrease (2} per cent.) in October, 
leaving the earnings larger than in any earlier 
year. This is the natural result of the unusually 
early marketing of the spring wheat, which made the 
earnings in August and September very much larger 
than ever before. The earnings of the three months 
ending with October have been : 

1883. 1884. 1885. 1886. 
$3.6:35.560 $3,730 673 $3,718,529 $4,174.992 

Thus the earnings since harvest have been nearly 12 
per cent. greater than ever before, and this season 
must be regarded as very favorable, even if 
there should be a decrease in November as well 
as October, which is not improbable, as the earnings 
were exceptionally large in November last year, and 
the movement of wheat to Duluth in that month 
was altogether unprecedented. 

The St. Louis & San Francisco earned more this 





year than ever before, but t'12 gria over last year was 
only $33.929 in Ostoder, aztiase $13,743 in S»ptember, 
$37,340 in Aazast anl $)1,J73 ia daly, and aa average 
monthly gtin of $21,JL7 ii tae dicst half of the year. 

The Denver & Rio Geia le bis the large gain of 12} 
per cent. over last year, anal eacnei more chan in any 
other year excevt 1333, wien the earaings of the 362 
miles of the Denver & Rio Grande Western were 
included. 





Pennsylvania Railroad Earnings in September, 





Notwithstanding good gain in the gross earnings of the 
lines of this company east of Pittsburgh and Erie in Sep 
tember, the net earnings were less than last year, which wil 
doubtless be d sappointing to many, but as last year the net 
earnings in September were amoung the largest the company has 
ever had— exceeded only in October of the same year, in Augus 
and October of 1884, in three months of 1883, two of 1882 and 
two of 1876 (centennial travel), this year’s net earnings mu:t 
still be considered large. 

For 14 successive years the gross and net earnings and ex- 
penses of lines east of the Pittsburgh and Erie in the month of 
September have been : 

Pennsylvania Railrvad Earnings and Expenses in Seprember. 











Gross Net 
Year. earvings. Fxpenses. earnings. 
eer a $-.195.096 $1,844,100 
DEidsskanthaces<e sin See 2.. Bu BLO 1. 2.4168 

SEE Pr . » 3.571.007 1,807 504 1,675 

TAS OT are 3,869,994 1.6 9 v2 2,220, 674 
EEE 6wissanhecess. 020) nek eee lwo 4717 
rere 22,.858.646 1.402.195 
. 3.336.429 1,490,638 
3.647.543 1 474,909 
. 3.735 056 1,465,177 
44 7.6? au 734 426 
4,634 999 1.922 364 
. 4.4 SdT7L 1,887 14 
5 4 276 628 Senate 
1856 . 4.674 Cd2 2,807,598 1,810,454 


Thus the ¢ gross earnings of the month were larger this year 
than ever before, though but $39,000 more than in 1883, 
The working expenses were much larger this year than ever 
befere, and larger than in any other month of avy year ex- 
cept June of this year, June of 1883, and December of 1882, 
This leaves the net earnings smaller this year than in any 
other since 188%. 

Compared with last year there is: 

424, 0r 9.5 per cent, 


In grossearningsan increase of.. ... ~_ 
Iu expeuses an ive ease of.. aay 2,940, or 15.6 * 
Iu net earnin 8 a decrease of... 15.5.6,0r 40 * 


The very large increase in ‘expenses is partly because the 
expenses were uou-ually large this year, but also because 
they were upusually small last year. they were 
then $328,000 less than in 1883; and this year they were 
$44,000 more than the average of the three summer months, 
while last year they were $168,000 /ess than the average of 
those months. The through rates last year were at their 
lowest, but the improvement in them probably made the smal- 
ler part of the gain in gross earnings, for tle activity in the 
great manufacturing industries on this road, particularly in 
the iron industries, must bave very greatly increased its local 
traffic. 

The lines west of Pittsburgh and Erie have yielded the fol- 
lowing surplus or defi-it over or below a.l liabilities in Sep- 
tember 


As we see, 


1879—Surplus......... $345,688 | i883—Surelus... $371,789 
1880 — ors peabonees 222.018 | lsk4— : 00,632 
1s81— 214.1 3| 1885—Deficit. 0 26 
1882— </ 445.870 | 1886 —Surplus 82,423 


The Western system has always yielded a surplus in Septem- 
ber except last year; it gains $172.64.) over last year, but the 
surplus was much less than in any of tre five years previous 
to 1884. It indicates that the capacity of this western sys- 
tem to yield profits has been permanently reduced (by the 
multiplication of railroads probably), wher in spite of an 
unusually large crop movement at tne time and much activ- 
ity iu manufacturing industries, this great system iu August 
and September shvuid yield a surplus over liabilities of only 
$152,094, while in the four years previous to 1884 it had 
yielded trom $439,000 to 712.000 Tue fal] monto are the 
most profitable ones for thi- system, which usually ha: a 
larger surplus in October than in September, but the crop 


movement was ubusually early this year, and in 
spite of that the profits were so small in August 
and September that any probable gains later in the 


year will make the surplus of tse whole system but tri. 
fling for the whoie year, and much less than we should have 
expected from the advance in through rates, and the activity 
in iron manufactures. This system has an immense traffic 
in the materials of the iron industry, and in its manufact- 
ures, carrying ores from Cleveland to Pittsburgh, and other 
points where there are blast furnaces, and carrying coke 
back and to the West. It has not now, however, vearly 
so large a share of the coke traffic as when the iron manu- 
factures revived in 1879, and probably a smaller one of the 
other iron traffic, and probably rates are much lower now, 
for though about as much iron is made now as ever before, 
the prices of pig are very much lower than in 1879, 1880, 
etc. 

For the nine months ending with September the gross and 
net earnings and working expenses of the lines east of Pitts- 
burgh and Erie for ten successive years bave been : 
Pennsylvania Railroad Earnings und Expenses for Nine Months 











Gross Net 
Year farpings, Il'xpenses earnings. 
177 . $22,006.56 $14.08s 741 $7.9 7.915 
&78 22 — 98 AB4.111 9 285,807 
¢ R214 3.106 9 693, Os 
3.6 7 7.32 12,426.305 
) . 875.246 -2 436 13 39.530 
eee 35 887.786 83.80 136 4506 
83. ... 27 892 916 16,34 14.4 76.552 
Re rene, eee 86,598,108 55.843 18.542..65 
re eee 3:5 36.640 5 G4 17 220, 76 
1586.. ’ ‘ . 26.865,202 23.x94.455 12.97 1837 
The gross ear’ rnings this year were exceeded only in 1883; 
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the working expenses were larger than ever before, but the 
net earnings were exceeded in each of the four years from 
1881 to 1884, by amounts varying from $424,000 to $1,105,- 
000. Compared with last year the increases are : 


{n gross earnings. ..... .......... . $3.628.652, or 10.9 
Iu working expemses................. 1,877,791, or 8.5 
lo net earniogs 1,750,861, or 15.6 es 


The gain in net earnings on this sytem is equal to 1.87 per 
cent. on the stock outstanding. 

Meanwhile the surplus or deficit of the lines west of Pitts- 
burgh and Erie has been : 


per cent. 


1879 —Surplus . $108,834) 1883—Surplus.... ... $894,318 
1880— Pe) eh ania aan 2 095,565 | 1884--Deficit. .. ... 661,859 
1881— i. senknaala 2.268.783 | 1885— ee re ee 1,°44.485 
1882— _ - . 1,067,772 | 1886 — es dee eaes 261.783 


Thus, this Western system still shows a deficit for the year 
which may reasonably be expected to disappear by the end 
of the year. Itis encouraging that it should be so much 
less than last year or the year before, but discouraging that 
the result should be so much less favorable than in any of the 
five years previous to 1884. In 1881 this system yielded in 
the nine months $2,530,000 more than this year—of itself 
equal to 2% per cent. on the stock now outstanding, and to 
314 per cent. on the stock then outstanding. 

Combining the surplus or deficit of the Western system with 
the net earnings of the Eastern system for the nine months 
we have as the income from both systems : 


i, a $0.901,042 1 1883 ............... $14,970,870 
A AL A RS 14,522,870 | 1884.... ..... 12,880,406 
Se Re Rca ea 15,664,593 | 1885.......--..-.-0- 9976 491 
1882 14'672,278 | 1886...2202 202 222o. 12,710,054 


Thus the gain over last year is no less than $2,734,563, 
* which is 2% per cent. on the capital stock, but its income is 
a little less than in 1884, and from $1,812,000 to $2,954,000 
less than in any of the four years from 188U to 1883. Of the 
gain over last year, nearly two-thirds was made by the lines 
east of Pittsburgh and Erie, which last year had not quite 
one-half of the gross earnings of both systems. 

Last year September was the last mouth when the gross 
earnings of the Eastern system were much less than the year 
before, August being tbe last month when the net earnings 
were much less. The gross and net earnings of the Eastern 
system and the surplus or deficit of the Western system for 
the last three months of the year have been : 


-——Eastern system.—— Income 

Gro:s earn. Netearn. Western system. from both. 
1880.... $11,005,457 $4,208,72% Surplus.. $975.487 $5,184,209 
J881l.... 11,245,007 4.018.627 * -- 39,555 4,397,982 
1882... 13,191,117 4 824,986 Ve .. 826,528 5,651,514 
1883 ... 13,189 334 5.256.552 Deficit... 71,649 5,184,903 
1884 ... 12,167,809 4,494,64 i .-- 200,022 4,294,608 
18*5 12,377,892 4,911.297 Surplus... 162,471 5,073,768 


Thus in the last quarter of the year the gain in the ptofits 
of the systems was very large last year, and they were nearly 
as large asin any previous year except 1882. For this rea~ 
son, it is not to be expected that the}gains this year in these re" 
maining months will be at as great a rate as in the 
months heretofore reported, and the result will be quite 
good should there be no gain atall. Business was unusually 
active in these months, but some of the conditions are more 
favorable this year, and moderate gains seem probable. But 
most of the gain of this calendar year over last year has 
doubtless been made already—was made before September, 
—for the gain in the profits “of the two systems was less 

han $7,000 in that month, while for the other eight months 
it had averaged $341,000 per month. Itis doubtful if the 
gain will be as much as that for the entire three months that 
remain to be reported, and a reasovable figure for the gaiu of 
the whole year is $3,000,000, which ought to be satisfactory 
to the shareholders. 








Mr. M. N. Forney, who needs no introduction to the read_ 
ers of the Railroad Gazetts, will begin the publication next 
January of a monthly journal] entitled the American Engi- 
neering Magazine and Railroad Journal, which will suc- 
ceed the well-known Van Nostrand’s Engineering Maguzine 
and the little-known but old and formerly valuable Ameri- 
can Railroad Journal, The new publication is to be a gen_ 
eral engineering and mechanical journal, giving special at- 
tention to railroad engineering, and doubtless particularly to 
railroad rolling stock, concerning which Mr. Forney is an 
authority second to none. 








The narrow-gauge mileage of the United States is still 
further diminished by the change of the St. Louis, Arkansas 
& Texas (until lately known as the Texas & St. Louis road), 
which has in all 735 miles of road, and was the longest con- 
tinuous line of 3 ft. gauge in the country, although the Den- 
ver & Rio Grande has a greater mileage of road. The Mis- 
souri & Arkansas Division of this road was changed to stard- 
ard gauge two weeks ago, and the Texas Division will be 
changed during the coming week. 








The most prosperous narrow-gauge line in the country is 
the Boston, Revere Beach & Lynn, which in its last fiscal 
year earned over $25,000 per mile. The company paid 6 per 
cent. on its stock, and carried over a surplus equal to about 
415 per cent. more. This line is very peculiarly situated ; 1% 
has practically no connections and no freight business, but it 
is so placed as to command an enormous passenger traffic, 
which could certainly have been carried quite as cheaply on 
4 ft. 8t¢ in. or 6 ft. as on 3 ft. gauge. The road is only nine 
miles long, and its fares are low, the average receipt per 
passenger last year being about 11 cents only. 








The electric brake which has been entered for the April, 
1887, brake tests is the ‘‘ Park,” a brake heretofore unknown 
to fame, or very slightly known. The inventor is a Ken. 
tuckian by birth, who has recently removed to Chicago. The 
device has so far not been thoroughly tested, and the outcome 
must be regarded as doubtful, an unpleasant feature being an 
eccentric on the car axles, which, in view of the trouble from 


very dubious feature, especially for freight cars, although 
naturally the work thrown on the eccentric is much less than 
in the locomotive. It is plain that the ideal freight brake 
must have its parts at rest, except when required for brak- 
ing purposes, although we doubt not that the committee will 
be anxious to give this brake every chance of entering the 
test fairly, especially should no other electric brake enter, as 
we hope and suspect will b2 the case. 








The cotton movement so far this crop year has been 
lighter than usual. The receipts at the seaboard in bales, 
Sept. 1 to Oct. 29, have been, for eight years: 

1881. 1882. 1883. 1884. 1885 1886. 
1,424,046 1,423,666 1,465,907 1,435.830 1,388,453 1,543,801 
Thus the receipts were smaller this year than in any other 
of the six ; only 3 per cent. less than last year, but 6¢ per 
cent. less than in 1885 and 8!¥ per cent. less than in 1883. 
The exports were about 2 per cent. greater this year than 
last (684,116 bales this year and 670,754 last), and the 
receipts at interior markets have been 9 per cent. greater. 








The Northwestern grain receipts in the week to Oct. 23 
were the smallest since the middle of July, and 1,471,000 
bushels (18 per cent.) less than the week before. Accidents 
of weather, etc., probably caused part of the decrease, but 
some decrease at this time is to be expected. The receipts at 
the Atlantic ports were a fifth less than the week before and 
the smallest since July. The shipments from the North- 
western markets, on the other hand, were with two excep- 
tions in the spring the largest of the year. 








Our sporting editor, being quite closely confined to the 
sanctum, and seeing little of tracks, except the circular kind 
that have a judge’s stand annexed, was quite surprised re- 
cently on taking a little outing to find that several first-class 
railroads were not unexceptionally perfect in all their appoint- 
ments He had not, indeed, seen any positive and particular 
statements that these roads had actually made certain changes 
and improvements which were long ago acknowledged to be 
necessary, but in his onesidedness and ignorance he had con- 
fidently assumed that they must, in ordinary course, have 
been attended to. Moreover, he had seen, in hotel billiard 
rooms and some other places, quite boastful assertions of the 
general passenger agents of these very roads which would 
naturally lead one to suppose that not much, if any, improve- 
ment could be made in their appliances and facilities until 
the percentage of expenses to gross earnings should drop 
down to forty at least. ‘‘ Steel rails, rock ballast and 
all appliances tor safety,” quite naturally induces the belief 
that one is perfectly safe, especially if he be riding rapidly ina 
car lined with real carved mahogany and supplied with fifty- 
cent soap and pink-plaid towels in the lavatory ; and yet the 
clear plate-glass windows of these very cars frequently 
afforded a view of dangerous facing-point switches entirely 
unprotected by distant signals of any kind, and with not even 
a reasonable home signal (target). This road we now have 
in mind did not seem to have any extensive system of 
brooms to sweep away fog, or any unusual number of fur- 
naces to dry it up, and yet every mile or two revealed quite 
expensive apparatus which would cc. nduce materially to safe 
train running in clear weather, but would be worth just 
about nothing at all in foggy weather, when some of the 
worst collisions occur. We wonder whether the general 
sentiment among trainmen there is the same as it is on some 
roads, to wit, that ‘‘ passenger trains must make their time, 
fog or no fog.” 








It is passing strange that a G. P. A. can boldly tell the pub- 
Jie that his road is ‘* the best in the world,” and still ride fre- 
quently himself over its narrow bridges where there 1s no 
guard rail, or frog, or sign of any barrier between a derailed 
car and destruction. He ought to sit up nights with the road 
department and give them no peace till they mend their 
ways. Can it be poverty that causes these neglects, when 
the cost of protection on a whole road would not affect one 
dividend more than a quarter of one per cent? What is a 
superintendent thinking of who will provide very low, and 
very small, and perhaps very dirty switch targets in main 
track and still be so severe and critical with his runners 


who lose} a few minutes occasionally that they 
dare not do otherwise than make their time, even 
at the risk of the passengers’ lives, as well as their own. The 


horror at Rio seems to have been largely or wholly owing to 
the absence of a split-switch; and a momentary relief is felt 
when the thought comes that few goed roads are still blind 
to the advantages of this simple means of safety; but, alas ! 
it is not necessary to go to Wisconsin to find big and boastfu 
roads which daily carry hundreds or thousands of passengers 
over old-fashioned stub rail switches without even a Tyler 
casting to mitigate the consequences of a switch-tender’s 
carelessness. If the prominent roads set such a frightful ex- 
ample in management, what are we to expect from the lesser 
ones, which *‘ do not lead, but follow ?” 

We suggest that the next Time Convention form a class 
and catechise its members on these and similar points, so that 
the vividness of the interrogative form may be brought to 
bear to impress a few of the serious points on the minds of the 
thoughtless. Nobody is warranted in spending a thousand 
dollars on the beautifying of a drawing-room car (or any 
other kind) until he has seriously questioned whether he has 
not (for instance) some dangerous facing-point cross-over 
track which that amount of money would change to trailing 
point several times over. 








The joint committee of the Franklin Institute and of the 
Master Mechanics’ Association to investigate the ‘‘ Hammer 





the slipping of locomotive eccentrics, must be regarded as a 


Blow, or Magnitude and Variation of Pressure of Locomotive 








impotent conclusion. They report that ‘‘tbhey have held meet - 
ings from time to time extending over a period of eight 
months,” but the only definite conclusion they have reached 

as to the force of the ‘‘ hammer blow” is that tests are de- 

sirable, and that they have devised a special apparatus by 

which such tests can be made which will cost $6,000, a sum 

which the committee very reasonably plead that they cannot 

be expected to furnish. 

The committee do find it, however, to be * self-evident, 

upon careful observation, that, to balance any vibrating 

weight moving ina horizontal plane by counter-weights in 
the crank-wheel moving ina vertical plane of rotation, wher- 
ever the balance is made perfect in the horizontal direction, 

it is out of balance in the crank-wheel in a vertical direction 

equal to a large portion of the counter-weight employed to 
correct the horizontal movement,” which is certainly an im- 
pregnable position. The committee continue: 


‘*In view of this fact we find that engines considered most 
perfectly balanced by counter-weights in the-crank-whee] do 
occasion great disturbance in a vertica] direction (causing a 
wave force that may be compared toa hammer blow) that 
has a measure of destructiveness upon rails and bridges de- 
pendent on weight and velocity of moving parts, and that. it 
is worthy of the most careful examination and test. The 
forces induced on both sides of the engine from this cause are 
of a complex character, varying greatly under modifying 
conditions that occur in practice, and do not submit readily 
to calculation.” 


The clause which we have italicized is undoubtedly true in 
one sense—that experimental results would not probably cor- 
respond exactly with any computations—but that there is any 
such doubt in the matter as to leave room for any great sur_ 
prises in the tests seems improbable. The whirling counter 
weights bave a certain centrifugal force which can be deter- 
mined exactly for any speed, and acts directly outward from 
the centre. The whirling coupling-rods, crank-pin and one 
end of the connecting-rod (approximately half of it) have 
likewise a centrifugal force acting directly opposite to and 
neutralizing, so far as it goes, the centrifugal force of the 
counter-weights. The difference between the two is entirely 
unbalanced, and acts to decrease the load per wheel when 
the counter-weight is upward and to increase it when the 
counter-weight is downward; in neither case affecting the 
riding of the engine, since it does not affect the springs, but 
having a material effect to vary the pressure on the rails, so 
that it is peculiarly adapted to increase vibration in bridges, 
and unquestionably does do so. 

The reciprocating action of the piston and rod has nothing 
appreciable to do with this particular question, since it causes 
a (nearly) horizontal force which is taken up in strain against 
the crank-pin. Insofar as this force doe3 not act horizon- 
tally, it tends to decrease the upward force and increase the 
downward (the latter being the most objectionable) by modi- 
fying slightly the distribution of weight on the wheels. 

But while an undulatory fluctuation of this nature undoubt- 
edly takes place, it is sometimes exaggerated by considering 
the centrifugal force of the counter-weights only, without re- 
membering that a large part of it is directly neutralized, and 
merely produces strain within the wheel, while the term 
‘*hammer blow” gives an untrue and exaggerated impression 
of its nature and effect. 








Record of New Railroad Construction. 


Information of the laying of track on new railroad lines 
is given in the current number of the Railroad Gazette ag 
follows: 

Arizona.—Track laid from Tucson, Ari., north 15 miles. 

Burlington, Cedar Rapids & Northern.—The Sioux Falls 
Branch is extended westward to Sioux Falls, Dak., 101; 
miles. 

Carthage & Adirondack.—Completed from Carthage, 
N. Y., east to Jayville, 30 miles. 

Chicago & Northwestern.—The Lake City Branch is ex- 
tended from Lake City, Ia., west to Wall Lake, 1314 miles. 

Chicago, Rock Island & Pacific.—Extended from St. 
Joseph, Mo., west to Troy, Kan., 15 miles. 

Clearfield & Jefferson.—Extended west to Mehaffey, Pa., 
3 miles. 

Fort Worth & Denver City.—Extended from 
Tex., northwest to Vernon, 16 miles. 

Georgia, Midland & Gulf.—Extended northeast to Bull 
Creek, Ga., 6 miles. 

Kentucky & Indiana Bridge.—Track laid on this bridge 
and approaches, from Louisville, Ky., to New Albany, Ind., 
3 miles. 

Litchfield, Curroliton & Western.—Tiack 
Litchfield, I)., westward to Calvinville, 16 miles, 

Longdale Iron Co.—Track laid from Sewell, W. Va., to 
the Tyree coal mine, 8!¢ miles. 

Missouri Pacific.—The Kansas & Colorad? Division is ex- 
tended west to Genesee, Kan., 414 miles. 

Northern Pacific.—The Cascade Division is extended 
westward to Cle-elum, Wash. Ter., 18 miles. 

Ohio Valley.—Extended from De Koven, Ky., south to 
Sturgis, 5 miles. 

Parsons & Pacific.—Extended from Mound City, Kan., 
southwest to Coffeyville, 17 miles. 

St. Louis & San Franciseo.—The Arkansas Division is ex- 
tended from Fort Smith, Ark., southward 20 miles. 

St. Paul, Minneapolis & Manitoba.—The branch from 
Tintah west is extended from Hankinson, Dak., west to 
Rutland, 3314 miles. 

San Antonio & Aransas Pass,—The main line is extended 
from Papalote, Tex., southward to Corpus Junction, 25 
miles. The Corpus Christi Branch is completed by laying 
track from Corpus Junction south 8 miles, 

Seneca Falls & Cayuga Lake.—Completed from Seneca 
Falls, N. Y., to Cayuga Lake Park, 4 miles. 


Harrold, 


laid from 





Driving Wheels on the Rails,” has come to rather a lame and 


Southern Pacific.—Track is laid on the southern end of the 
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Coast Line from Newhall Junction, Cal., northwest 8 miles. 

Tavares, Apopka & Gulf.—Track laid from Tavares, Fla., 
south 10 miles. 

Union Pacific.—The Boulder & Caribou Branch is extend” 
ed from Marshall, Col., southeast to Argo Junction, 21 miles, 

Williamsport & North Branch.—Extended from Sones- 
town, Pa., north to Nordmont, 6 miles. 

This is a total of 31614 miles on 23 lines, making 5,014 
miles reported so far this year. The new track reported to 
the corresponding date for 15 years has been : 






Miles. Miles 
BOias: dccives 5.014 | 1881........... 6,008 | 1876 
1885.... 258 | 1880. .. 4,946 | 1875 
ae _.. es oe 2,987 | 1874.. 
ES <i 1,777 | 1873 
ee DFW 1S 0 8k cecniasd 1,867 | 1872 


This statement covers main track only, second or otber 
additional tracks and sidings not being counted. The new 
track reported this year is now over 5,000 miles, and the 
record exceeds that of 10 out of the 15 years, having been ex- 
ceeded only in 1883, 1882, 1881 and 1872. 








NEW PUBLICATIONS. 
Elements of Geodesy. By Prof. J. Howard Gore, B. S. 

New York. John Wiley & Sons. 

This book of 275 pages opens with an exceedingly interest- 
ing historical sketch of the progress of science in the measure- 
ments of the figure of the earth. 1t is followed by a long and 
full chapters on instruments and methods of observation, 
base measurements and the field work of triangulation, which 
take up nearly half the book. The remainder of the work is 
occupied with the theory of the subject, the whole being put 
in such a way as to justify much more fully than usual the 
hope of the writer that the reader will ‘‘ feel grateful that the 
discoveries and writings of many have been so condensed or 
elaborated as to make the study of geodesy pleasant.” 








Indicator Practice and Steam Engine Economy. By 
Frank F. Hemenway. John Wiley & Sons, New York. 


This little work is largely confined to the study of other 
engines than locomotives, but a separate chapter is given to 
the latter, and so far as the taking and interpretation of indi_ 
cator diagrams are concerned, the methods are much the 
same for all kinds of engines. The work is of an elementary 
character and can be readily followed by all those having 
practical familiarity with the steam engine, and for this rea- 
son and from the fact that it goes into practical details with 
a good deal of minuteness, it is calculated to be of much ser- 
vice to those who wish to make indicator tests without much 
famiharity with the theory of the subject. Some statements 
which, to say the least, are doubtful, are made in a rather 
over-positive way, but in the main there is little to object to 
in the volume, and much to commend. 











Foreign Railroad Notes. 





During the year ending March 31 last 376 miles of new 
railroad were opened for trafficin British India, making a 
total of 12,376 miles. The average cost per mile had been 
£9,595. The population is about 250,000,000, so that there 
is as yet only a mile of railroad to 20,000 people, against a 
mile to 460 in this country. 





The management of the Austrian State Railroads has sus- 
pended the operation of the Dalmatian Raiiroad, one of its 
lines on the Adriatic, from Spalato to Sebenico, because of 
the danger of spreading the cholera. 





The importance of the iron manufacture to the English 
railroads may be estimated by the fact that in that little 
country the product of pig-iron and the weight of coal and 
ore used in making it have been, in tons, for the last two 
years : 


Pig-iron. Iron ore. Coal. 
MER COR PE REE ORE re a 6,412,200 15,548,000 13,087,000 
1884 Tees 16,577,000 13,907,000 


In Scotland the quantities were about one-seventh as great, 
and altogether last year 17,938,000 tons of ore and 15,288,- 
000 tons of coal were used to make 7,415,000 tons of pig- 
iron. 

In Germany, as in this country, people who go to stations 
to see their friends off have been in the habit of getting into 
the cars with them and staying, not as here, till the train 
actually starts, but till the conductor comes round to call for 
tickets, which he does before the train starts. Not long ago, 
two gentlemen of position did this, accompanying a lady to 
acar and taking seats there for a time. They were com- 
plained of by the station-men, under a paragraph of the gov- 
ernment railroad regulations which says that to enter a rail- 
road car without a ticket is forbidden under penalty, and 
they were fined $1.50 each. They appealed and plead that 
they were ignorant of this regulation, but it was proved that 
it was posted up with the rest of them (they make a small 
volume) in two places in the station, and the gentlemen had 
to pay the fines. 





Last February, in consequence of the breaking of a tire, 
the wheels of the third car from the rear of a passenger train 
running between Berlin and Breslau, on one of the Prussian 
state lines got off the track. The conductor on guard, who 
had a seat by the brake in this car, finding the bell cord fast 
with ice, passed along the foot-board at the side of the car 
to the next to the last car, which, like all the other cars 
except the one off the track, was provided with the 
Carpenter brake, and set the brake, stopping the train. The 
management of this railroad, with the approval of the 
Minister of Public Works, has given him 200 marks ($4§), 
“‘in recognition of his courageous behavior and the devo- 
tion to duty manifested, by which he saved the passengers 
from injury and the railroad from loss,” and called public 





attention to his act, which to one not familiar with the danger 
of sidling along the foot-board of a Prussian car as it bumps 
over the ties seems the most natura] thing in the world. 








TECHNICAL. 


Hand Grenades ou Trains. 


The Harden hand grenade has lately done some good serv- 
ice in extinguishing tires on trains. In one case on the Co- 
lumbus & Cincinnati Midland a freight car, containing glass 
jars in bulk packed in straw, caught fire whilst the train was 
in motion. The train was stopped, a hole cut in the top of 
the car and the fire extinguished without serious damage by 
the use of two of the grenades with which all the trains are 
equipped. A delay of only 20 minutes was occasioned to the 
train. 

In another case on the Cincinnati, Hamilton & Dayton a car 
containing lime took fire. The fire was extinguished, and a 
considerable amount of property saved by the use of six hand 
grenades, The bottom of the car was burned through in two 
places. 

Boiler Explosions in Great Britain. 

The annual report of the British Board of Trade upon the 
working of the Boiler Explosions Act, 1882, states that dur- 
ing the twelve months ending June 30, 1886, preliminary 
inquiries under that act have been held in 57 cases. 
This is the largest number of explosions reported upon in 
either of the four years during which the act has been in op- 
eration, but the life lost per case fell below the average of the 
three previous years, the figures for the four years being : 





Years. Cases. Lives lost. 
PER Sdad wee da. cs 6 etubbbedacctducoueeusds 45 35 
rr 18 
ar adhe aoe 40 
Pe 5 33 


In addition to the number of persons killed, there were 79 
persons injured by explosions in 1885-86. Of the boilers 
which exploded, 16 were in use on board steamers and fishing 
smacks, and the remainder were used for various purposes on 
shore. The following is a general classification of the causes 
to which the explosions are attributable : 


Cases 
Deterioration, corrosion. safety-valve defective, etc. .. 32 
Defective design or construction ....... 0... .... eee ceeeeees 16 


Ignorance, neglect or carelessness of attendants... ........ 6 
EE dhl thaweass stad, LANacuscoswesnebe bans a00eaed 


No change has taken place in the general nature of the 
causes to which explosions may be traced, no less than 56 per 
cent. of the total number of cases being due to neglect on the 
part of the owners of boilers. Only six cases arose directly 
from ignorance or carelessness of the boiler attendants, 
although in a seventh case this was a contributory cause. In 
ten cases the boilers were under the inspection of insurance 
companies or guarantee associations, but in three of these the 
explosions were due to causes other than defects in the boilers 
or fittings, while in another case the owner ignored the re- 
peated applications of the company for an opportunity to 
make a thorough examination of the boiler. Three explosions 
occurred on board vessels classed by Lloyd’s, but only one of 
these was due toa defective design of boiler. Although a 
large proportion of the explosions were caused by the neglect 
or mismanagement of the owners—and not one of them can 
as a fact, be called an inevitable accident—no prosecution 
has been instituted under the criminal law. The verdicts of 
‘* accidental death ” which were almost invariably returned, 
and generally without any qualification by coroners’ juries in 
fatal cases, show that explosions are still regarded by the per- 
sons who sit on those juries as being due to causes which are 
beyond control, and unless evidence of the clearest and most 
conclusive kind can be produced, an attempt to secure a 
criminal conviction would be certain to end in failure. 

Boilers are sometimes worked long after they are unsafe 
for any pressure, and with safety-valves which can be tam- 
pered with and overloaded, or even fixed down, and indeed 
in some cases without a safety-valve. An accurate pressure 
gauge regularly tested is rare. The boilers which have ex- 
ploded were generally dangerously overworked, and the fit- 
tings were as a rule dangerously inefficient. 

The number of boiler explosions in Germany is somewhat 
less than in Great Britain. Last year there were 13 boiler 
explosions in Germany, against 14 in 1884 and 1883, and 11 
in 1882 and 1881. The number of casualties to 
persons was 22 (against 45 in 1884 and 55 in 1883), 
the number of fatalities being 11 (against 12 and 23), 
while 2 persons were badly injured and 9 slightly in- 
jured. Of the boilers which exploded 3 were vertical, 8 
horizontal and 2 tubular, according to Kuhlow, a Berlin con- 
temporary. The cause of explosion was in three cases local 
weakening of plates, in three cases want of water, in two 
cases defective construction, and in one case each accumula- 
tion of furs, high pressure, faulty action of tubes, weak and 
defective construction, and careless attendance. During 
recent years there has been a noticeable falling off in the num- 
ber of explosions as in that of fatalities. 


Engineers’ Club of Philadelphia. 
A regular meeting was held at the club house in Philadelphia, 
Oct. 16, Past President Frederic Graff in the chaif; 23 mem- 
bers and 1 visitor present. 

Mr. J. E. Codman presented an illustrated description of a 
case of Low Water in a Steel Boiler, wherein the refilling of 
the boiler, after the exposed portions bad reached a high tem- 
perature, produced no evidence of a tendency to crack in the 


steel. 

Mr. C. O. Hering presented Tables of Equivalents of Units 
of Energy and Equivalents of Units of Weights and Meas- 
ures for the Reference Book, 

Mr. J. H. Harden read a paper on Early Mining Opera- 
tion in Berks and Chester Counties, Pennsylvania, giving the 
names of the charcoal furnaces, dates of construction, owners 
of the mines using the iron ore, location of the mines, man- 
agement, cost and quantity of ore mined annually by the 
Berks & Chester Mining Co., beginning with 1836, under 
the management of Mr. Wm. Mcllvain, continued by Mr. 
Hartley Potts, Mr. Robert S. Potts, Peter Ubil, Fred. 

Richards and Jobn Kenny. 

He referred tojthe operations of the Pennsylvania Copper 
Co,, Captain TEomas, Manager, who died in 1808, and was 
succeeded by Mr. Richard Trewick as Manager and Treas- 
urer ; its failure and sale by the Sherff in 1811. 

Mr. Harden identified Mr. William MclIlvain as the invent- 
or and first user of the log washer for separating the fine ore 
oe the dirt, and referred to its patent by Mr. John Milhol- 
land. 

Mr. William E. Lockwood, introduced by the Secretary, 
gave a brief description and review of the progress made in 
the efforts to determine the ‘‘ Hammer Blow” of a Locomo- 
tive’s Drivers, since January, 1883, when Mr. Lockwood 
spoke on the subject of the Shaw locomotive before the Club. 


Soda Locomotive Engines. 
The Minneapolis, Lyndale & Minnetonka road has now in 
use on its city line in Minneapolis four soda locomotive en- 
gines of a pattern similar to those described in the Railroad 





Gazette of July 3, 1885, and in use on several German lines. 


These motors were built at the Baldwin Locomotive Works 
in Philadel phia. 

Steel-tired Car Wheels. 

The firm of W. R. Ellis & Co. having been dissolved, Nov. 1, 
by mutual consent, Messrs. Page, Newell & Co., No. 139 
Milk street, Boston, have succeeded to the business carried on 
by the former firm in the sale of the wrought-iron spoke car 
wheel, manufactured by the Patent Shaft & Axle-tree Co., of 
Wednesbury, England, and known as the Brunswick wheel 

Messrs. Page, Newell & Co. state that the number of these 
wheels sold during the last year shows a very large increase 
over former years, and they claim that the service of the 
Brunswick wheel compares favorably with any other make, 
and to support this claim they will be pleased to furnish mile- 
age records, Some of the advantages claimed for these 
wheels are that they can be re-tired in any railroad shop: 
that the wrought-iron centre is practically indestructible and 
will wear out several tires, and that the cost of re-tiring is 
several dollars less per wheel than any other pattern of stee)- 
tired wheeis. Messrs, Page, Newell & Co. have retained the 
services of Mr. George H. Coney, formerly with W. R. Ellis 
& Co., wbo will represent them as traveling agent. 

Mr. W. R. Ellis, who, as noted above, resigned the Ameri- 
can agency for the Patent Shaft & Axletree Co., of Wednes- 
bury, England, proposes hereafter to supply steel-tired 
wheels with centre or tires of either American or foreign 
make, as may be desired by the purchasers. Mr. Ellis retains 
his former office at No. 18 Broadway, New York. 


@eneral QMailroad “Mlews. 


MEETINGS AND ANNOUNCEMENTS, 
Meetings. 

Meetings of the stockholders of railroad companies will be 

held as follows : 

Baltimore & Ohio, annual meeting, at the office in Balti 
more, at 10 a, m., Nov. 15. 

Mobile & Ohio, annual meeting of debenture-holders, 
the office of the company, No. 11 Pine street, New York, 
Nov. 20, at noon. 

Peoria, Decatur & Evansville, special meeting, in Peoria, 
Ill., Dec. 20. 

Richmond & Danville, annual meeting, at the office in 
Richmond, Va., Dec. 8, at noon. Transfer books close 
Nov. 8. 

Richmond, Fredericksburg & Potomac, annual meeting, 
at the office in Richmond, Va.. Nov. 17, at noon. 

Richmond d& West Point Terminal Co., special meeting, 
in Richmond, Va., Nov. 19. 

Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Boston & Maine,5 per cent., semi-annual, payable Novy. 
15, to stockholders of record on Oct, 28. This company paid 
4 per cent. last November and 414 in May. 

New York, Providence & Boston, 2's per cent., quarterly. 
payable Nov. 10. This company increases from 2 to 2, 
per cent. 

Pennsylvania, 2!3 per cent., semi-annual, payable Nov. 
29, to stockholders of record on Oct. 30. This company paid 
214 in May and 2 per cent. last November. 

Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The Association of Railroad Trackmen of North America 
will meet at Council Bluffs, Ia., on Thursday, Nov. 25. 

The Master Car-Builders’ Club holds its regular meetings 
at the rooms, No. 113 Liberty street, New York, on the third 
Thursday in each month. 

The New England Railroad Club holds its regular meetings 
at its rooms in the Boston & Albany passenger station in 
Boston, on the second Wednesday of each month. 

The Western Railway Club holds its regular meetings at its 
rooms in Chicago on the third Wednesday in each month. 

The Western Society of Engineers bolds its regular meet 
ings at its hall, No. 15 Washington street, Chicago, at 7:30 
p. m., on the first Tuesday of each month, 

The Western Society of Engineers holds its regular meetings 
at its hall, No. 15 Washington street, Chicago, at 7:30 p. m., 
on the first Tuesday of each month 

Foreclosure Sales. 

The Toledo, Peoria & Western road was sold in Chicago, 
Oct. 29, under decrees of foreclosure granted by the United 
States Circuit Court, and was bought for $4,790,000, by 
Mr. Jobn Bowers, of New York, representing the bond- 
holders’ committee. Another bidder was present, but de- 
clined to state whom he represented. The road extends from 
State Line, Lil., to Warsaw, 227 miles, with a branch of 20 
miles to Burlington, Ia. it was originally the Toledo, Peoria 
& Warsaw road, was sold under foreclosure some years ago 
and reorganized under the present name. IJt was afterward 
sold to the Wabash, St. Louis & Pacific Co., but was last 
year reclaimed from the possession of that company by the 
bondholders, default having been made on the interest, and 
has for some time been under a separate receiversbip. 

The Havana, Rantoul & Eastern road was sold under 
foreclosure in Springfield, Il)., Oct. 28, and bought for 
$100,000 for account of the bondholders, who have organ- 
ized a new company to operate it. The road extends trom 
Lebanon, Ind., to Leroy, Ill., 76 mules ; it was recently a 
part of the Wabash system. 


New England Railroad Club. 
The Club will hold meetings at its rooms, Boston & Albany 
passenger station, Boston, Wednesday, Nov. 10, 1886, in the 
afternoon at 2 o'clock, and in the evening at 7:30. 

It was thought desirable that two sessions be held to con- 
sider this important matter, and it is hoped that both ses- 
sions will be largely attended. 

Subject for Discussion: Interchange of Curs (continued 
from last meeting). The discussion will have especial refer- 
ence to the inspection of cars at interchange points, the 
defects in ladder rounds and handles, defective brake at- 
tachments, gauge of wheels, defective running boards, 
etc., and how far it is pcs-ible to remedy these defects. 

Is it more rigid inspection, or more thoroughly constructed 
cars, or cars kept in more perfect condition, that is wanted 
to overcome existing difficulties in the interchange of cars ? 
in view of the urgent necessity of immediate action in this 
matter, it is thought desirable to take this subject up and 
make a determined effort to arrive at some conclusions as to 
methods and plans for the adjustment of these perplexing 
questions. Superintendents of rolling stock, master car- 
builders, inspectors, and all others interested, are especially 
invited to be present, vr if unable to do so to communicate 
their views in writing. 


Brotherhood of Locomotive Engineers. 
The sessions of the convention continued until Nov. 1, the 
only further diversions from business being a visit to the 
theatre and a short excursion to Rockaway Beach. 





On Oct. 28 officers were chosen, Chief Arthur and nearly 
all the old officers being re-elected. 
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the Ohio & Mississippi makes its stockholders happy. | 


Some of them doubtless have excessive capital ac- 
counts, but the net earnings of the Ohio & Missis~ippi 
last year, when they were above the average of the 
last eight years, were only $1.743 per mile. or 6 per 
cent. on $29,059 per mile. The interest on its bonds, 
most of which pay 7 per cent., amounts to withia 
$50,000 of last year’s net earnings. 

The showing made, indeed, is not very encouraging 
to the proprietors. Profits continue small in spite oi 
a great increase in tratticand a considerable decrease 
in expenses. 

Until May last its gross earnings were less than last 
year, but since they have been considerably larger, and 
in the first three months of the new fiscal year, July to 
September, there has been an increase of 16) per cent., 
so that there isa prospect of improvement. 








The Boston & Albany. 


The Besten & Albany Railroad shows the effect cf 
the h gher freight rates very decidedly in its report 
for its last fiscal year, ending Sept. 50 last. Notwith- 
standing a slight decrease in the freight traftic. it had 
an increase of no less than one-seventh in its freight 
earnings, this increase alone being equal to $2.66 per 
share of stock. 
than 7 per cent. in the passenger earnings, but this 
was due almost entirely to an increase id pussenger 
traftic. which bas grown very rapidly and uninter- 
ruptedly on this railroad since 1879—much more so 
than the freight wraftic. The traffic bas been for eight 
years, in millions of passenger and ton miles: 


There was al-o an increase of more 


Million of 1879. 1880. 1881. 1882 1°83 ISS8St. 1885 1886 
Pass.-m‘les..1012 112.7 135.4 1513 1573 1674 167.1 1778 
Ton-mies ...9%5.5 375.5 417.1 374.3 3736 3743 4959 300 5 


From 1879 to 1886 the increase in pa-senger traftic 
was 76 per cent., while the increase in freicht traffic 
was but 20 per cent. But the average passenger rate 
has decreased largely and the freight rate not at ail. 
which is very unlike the general course of rates. The 
passenger earnings last year were but 14 per cent less 
than the freight earnivgs; in 
cent. less. Thus the passenger business is becoming 
relatively more and more imporiant. Last year it 
was 6 per cent. more than the year before, and much 
more than ever before; wnile la-t vear’s freight traffic 
was exceeded as long 1SS1 vell 
in 1885. In fact, the freight traffic since 1879 has 
been almost stationary, varying cbly from 374 to 417 
millions and averaging 386 millions, which is but four 
millions less than last year’s freight tratiic. Last year’s 
freight earnings were exceeded in 1880, 1581 and 1883, 
but not much. the rates having been maistuined won- 
derfully well. The average rate received, 
per ton and per passenger per mile has been: 


.550 they were 43 pei 


ago as as as 


In cents, 


187%. 1880 1881. 1882. 1883 1884. 1885 1886 
Pase -mile......... 214 2.08 191 199 209 191 1.54 185 
Ton-mile...... - 1.10 1.21 1.04 1.07 1.19 1.69 O88 IL.lU 


The average passenger rate has decreased, but the 
average freight rate for the eight years has been 
slightly less thin the rate la-t year. 

While the company’s gross earnings increased $660.- 
751 (8.7 per cent.) last year, with an increase of 


} 
1e>5 


than 2 per cent. in traftic, the increase in net carvings | 
was but $144,039 (6 per cent.). there having heen an 


increase of no less than 10 per cent. in the wo:king 
expenses, which were larger than ever before, except 
in 1888. As the expenses were exceptioually small in 
1885, being 53 per cent. less than in 1884, in spite of an 


increase in traffic, we may suppose that the expenses | 


were made unusually large last year because they 
were not large enough the year before. [ti 
customary with this to 
for improvements and additiors property 
out of earnings. 
dividends to 10 per cent., and it does not appear to be 


however, 
to 


company, 


the 


politic to pay more than &, and sometimes the profits | 


are a good deal more than this. The appareat sur- 
plus last year, however, was not quite 1 per cent. on 
the stock. 

The gross earnings of this railroad were larger last 


year than in apy other except 1883, and the vet earn- | 


ings were exceeded only in 1879, which was the year 
of smallest gross earnings. But it can hardly be said 
that the profits have shown any tendency to grow. 
B-fore last year for eight vears the average net earn- 
ings had been $1.598.293 per year, and the yezrs in 
which they exceeded that amount were 1879, 1580. 
1883 and 1885. But the fluctuations in its net earaings 
have heen very great. they being $2,590.430 in 1879 and 
$1,582,947 two years later, the dee ea-e of $767,383 
being equal to 38 per cont. on the capital stock, 
in two years they increased 224 


rhen 
per cent. This is prob- 


ably in part due to the varying amount of earnings stock. but the action hed clearly indicates that the 
ia ' 


spent for construction but charged to expensey, 


is | 


pay | 


The Jaw of Massachusetts limits its | 


As will beseen by his official circular, elsewhere 
published, Mr. John W. Weston, whose office is at 
No. 230 La Sulle street. Chicago, has been appointed 
Commissioner General for the United States of the 
‘International Railway Exposition and Congress,” to 
be held in Paris from May to October, next year, as 
we have heretofore noted. All kinds of railroad ap- 
paratus and appliances are to be exhilited, and we 
could add immensely to the variety, intere-t and value 
of the exhibition by sending samples of our construc- 
tions and appliances. As few of these of our manu- 


facture are used on European railroads, the motive 


| which made the exhibition in Chicago, in 1883, so 


great and so excellent will be lacking: for the large 
expenditures required are not likely to be incurred by 
manufacturers unless there is hope of increasing sales 
thereby: but it ought to be possible by the co-operation 
of exhibitors, including railroad companies as well as 
tmanulacturers, to make an exhibition which will be 
fairty illustrative of American railroad practice, and 
be creditable to the nation. A modern American 
freight tram, with one of gur most powerful 
locomotives and power brakes, would _ prob- 
ably be as interesting to European railroad men 
as ubything in the exhibition; but we shall probably 
have to be content with sending sample cars in- 
stead of a whole train. Blank forms, etc., illustrating 
the clerical wirk connected with our freight trans- 
portaiion would be extremely interesting to a class of 
railroad men which is much more numerous there 
than here, ard would certainly astonish them. An 
American railroad station of power 
Class in full operation at the exhibition would also 
startle them and be as characteristic, perbaps, as any- 


the one-man 


thing we can show. If we send only what wecan sell 
abroad, our exhibition will necessarily be very uneven 
and illustrate only a few details of our railroad prac- 
tice. But if we do much more, it will probably be due 
to the patriotism and pride of the great manufacturers 
und the railroad companies themselves ; and the lat- 
ter are not hkely to do anything worthy cf the coun 
try unless they cc-operate. If they did this under a 
competent bead, they might provide a very fine ex. 
hibition without great cost to any one of them, and 
have it shown by competent attendants—a matter of 
prime importance. But it is so difficult to get the 
companies to co operate in matters seriously involving 
their direct pecuniary in erests, that we have little 
hope that they will do so mthis, They certainly will 
not unless some one takes the initiative in a very 
vigorous way. 

lt will be easier to select delegates who will repre~ 
sent the country adequately in the Railroad Congress. 
As many as possible of these should be able to speak 
French, and papers tc be submitted at the Congress 
should be translated into French. 

This is the great railroad country. Our mileage is 
greater than that of all Europe, and we have adapted 
railroads to almost all imaginable conditious: and a 
railroad exhibition with the United States unrepre- 
sented or very imyerfectly 1epresented, if not like the 
play of Hamlet with Hamlet lett out at least will lack 
very much of being a tniversal exhibition, such as 
this is intended to be, 


The Master Car=Builders’ New Standards. 





| As will be seen from an illustrated article in another 
column, four new standards have been added to the 
|}now long list adopted by the Master Car-Builders’ 
Association: a standard dead-block casting a standard 
for donubie dead-blocks, a standard wheel-tread and a 
standard brake-slhoe. 


One standard was emphatically 
rejected, the proposed standard height for passenger 
car draw-bars of 344 in. 

The actuating motive for the latter was probably 
in good part. that it was regarded as an entering 
wedge a change of freight car standard to the 
same figure, which was so emphatically ‘sat down 
upon” in the last convention that it was not even al- 
lowed to go to letter-ballot. The feeling of the con- 
vention evidently was that the Association would be 
stultifying 


for 


itself by the proposed action, punishing 
those who had done their duty by making one change 
at their request in the interests of uniformity by com- 
pelling them te make another, in order to reward 
those who had shown uno reaciness to make even ove 
change in the interest of uniformity. 


The atrempt to 
show that there was any valid mechanical objection 
(othe heizht which has so long been standard was 
evidently looked ov as rather ‘*thin.” The question 
of a passenger standaid is a somewhat different one, 
to t 


far less generally used in pussenger than m freight 


Association as a body does not mean to countenance 








| measure 30 in. diameter. 
isextent at least, that the existing standard is 


any change whatever in this standard, for the present 
at least, nor does it now appear likely that it ever will, 

The modified wheel-tread section which has been 
adopted follows exac ly the sugges’ ion of the Railroad 
Gazette that the cylindrical part of the tread formerly 
proposed shou'd be given aslight cone, wi'hout further 
change. By it the former vote of 233 ayes to 145 noes 
(not two-thirds) has been increased to the more nearly 
unanimous vote of 411 to 91. There can be no doubt 
that the changed tread isat least a wore prudent one to 
adopt, if not a better one. Noone could tell exactly 
what would be the effect of entirely cylindrical treads, 
and there was at least a chance that the motion of the 
wheels would be unfavorably affected, while it was 
certain that their motion over frogs would be worse 
than with the revised form. There is grave reason to 
question whether it was wise to adopt the small fillet 
radius of in. in place of the 3 in. radius, which has 
heretofore been more usual, but the difference is not 
great, and probably no serious harm will result. 

The two new dead-block standards are unquestion- 
ably desirable additions to the list. There is no pos- 
sible reason why anv difference of practice in respect 
‘o these details should be desired or adhered to, unless 
temporarily for special reasons. In respect to the new 
standard brake-shoe, the case is not so clear. If 
there were any reasonable hope that all the dozen or 
twenty brake-shoes in use would be abandoned in 
favor of the Christie, it would be much clearer. .\.s 
we take it to be undoubted that there is no immediate 
prospect of any such happy result, however, the ques- 
tion naturally arises: Is it better to have one ** stand- 
ard” and a dozen other similar devices in use which 
are not standard, or, by giving every one a choice be- 
tween two or three stand«rds, practically to insure 
that one or the other of them, or all three together, 
shall be in practically universal use? We fear that 
not enough attention has been paid to the lesson which 
may be learned from the fate of these standards 
ufter they have been adopted, which certainly 
tends to indicate that in the ¢ffort which is still vigor- 
ously continued to have every detail of car construc- 
tion reduced to one single universal type for the whole 
country, the Association is acting unwisely, in that it 
is attempting the impossible. Supposing some action 
like this were taken : that any truck or detail or part 
thereof, or any part of car-bodies, other than couplers 
and appliances involving the safety of trainmen, 
which was shown to be in use or about to be put in 
use on not less than 50,000 to 100,000 cars, should on 
proper applicat'on be declared a standard of the Asso- 
ciation? Would not that be doing really more to 
bring about the Cesired end of practical uniformity 
than to continue to labur indefinitelry to bring 
about a nominal agreement on single standar's which 
it isa patent fact thata great many persistently ccn- 
tinue todisregard? The question thus raised is a large 
one, which we cannot go into further just now, but it 
is one which, in view of the past history of the nomi- 
nal standards, is well worth consideration. Of course, 
on such a question as the height of draw-bars no com- 
promise is possible. It must be one standard or none; 
but there are many details, like brake shoes, journal 
boxes and axles, in which, 1f we can reduce confusion 
worse confounded to two or three standards to be kept 
on hand for repairs, we have accomplished the de- 
sired end almost as fully as if we had one standard 
only, and we have accomplished it far more com- 
pletely if in the one ca~e we have taken action which 
will ACCOMPLISH its end, and in the other not, as s0 
far it certainly has not. 








The pressure on our columns of matter that cannot 
well be postponed is too great to permit of our pub- 
lishing this week the somewhat voluminous final rec- 
ords of the results of the Burlington brake tests, which 
really contain the pith of the whole matter, and 
should be given together. As we cannot give it all, it 
seems better to give none. 


We print in another column a very seasonable 
suggestion from one of our best-known wheel makers. 
Common sexse would indicate that in changing from 
chilled wheels to steel tires, as far us possible the s2me 
standard sizes should be adhered to. But as the steel 
tire can well stand a wear giving a difference of 
some three inches in diameter. it is obvious that the 
standard sizes of steel-tired wheels shuuld have regard 
tu their mean or average diameter when half worn out. 
Thus a steel-tired wheel measuring when new 33 iD, 
on tread will really durmg its life have an average 
diameter of 314 in.; and when worn out will cnly 
It would, therefore, be bet- 
ter, as suggested by Mr. Snow, to adopt such ascale of 
standard sizes for steel-tired car wheels that during the 
life of the tire it will never differ by more than 14 2: 
from the usual standard sizes of chilled wheels. 
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The enormous difficulty of securing unity of action 
among a large number of railroad companies even 
with regard tosome matter in which their interests are 
almost the matter of uniform time 
standards, for irstance—has often been remarked. In 
the for 


identical—as in 
associations 


for the interest of al! that rates should be maintained, 
it for the interest of each that its share should 
be as large as possible, and out of a large num- 
ber of there likely to be one or 
management believes that it can 
make more outside of the association than it can in it, 
as it usually could if in spite of its abstention the other 
lines would combine an! maintain their rates. To in- 
duce a number of competing Companies to co-operate 
is at best a difficult task, and its difficulty increases 
with the number of managements and of intere:ts to 
be harmonized—with the square of the number, we 
are inclined to say. 

The work of the Central Traftic Association, which 
Mr. Geo. R. Blanchard hes undertaken to direct as 
Commissioner, is thus in its nature extraordinarily 
difficult. There are forty railroads in it, and these are 
complicated with connecting railroads in such a way 
that they cannot easily control the rates at their 
Western termini. There are said to be no less than 
570 junction points m the territory of the Association, 
and they are increasing every year. The connecting 
points with lines west of the field ia which the Asso- 
to control rates multi- 
to such extent that well-maintained 
at the tratfic ceatres lke Chicago, 
St. Louis and Peoria will not prevert a very large 
part of the traffic interchanged with roads further 
west from slipping through by ove of these junction 
points atacut rate. All these things must pro- 
vided for if the Association is to be successful, and 
probably in time and with the co-operation of the 
Eastern trunk lines they can all be provided for; but 
we must not be surprised if the results are at times un. 
satisfactory, especially if. as now, tue Eastern trunk 
lines themselves fail to give a firm foundation on 
which their Western conuections may build. 
to mird by the very interesting 
addre-s of Mr. Blanchard to the managers of the Cen- 
tral Traffic Association, 'Ict. 20last, which gives much 


is 
companies is 


more whose 


ciation endJeavors have 


plied an 


po Is great 


be 


This is brought 


valuable information concerning the past working of 
the Association and its present difficulties, and makes 
some important recommendations, some of which we 
Other parts of the address 
we hope to consider hereafter. 


have noticed heretofore. 


The application of the trustees of the Houston & 
‘Texas Central first mortgage for an order of the Court 
to sell 283,200 the Jand grant which 
form part of the security for these bonds before 
Nov. 20 newt is only one more and perhape the 
of the manner in which 
this company’s bondholders have 
neglected those resporsible for its man- 
The the trustees for 
this application is that the authorities of the state 
of Texis claim that by the terms of the land grant 
one-half o! the lands were to be sold by the company 
within 14 years from the date of their acquisition, and 
that that time will expire Nov. 20. If this is a condi- 
tion of the land grant, what to said of the 
management of the company, which held on to so 
large a part of the lands until within a few years of 
the still what to said of the 
conduct of the receivers, and, most of all, what is to 
be said of the conduct of the trustees of the first mort- 
gage, in whose special eustedy les the protection of 
the interests of the bondholders, and who waited until 
only four weeks remained before the date of forfeiture 
of the lands before taking any steps m the matter ? 
There probably is not one bondholder who ever heard 
of such a condition in the land grart, which, unless 
the trustees were grossly neghgent, must always have 
In the time remaining before 
Nov. 20, it would simply be impossible to sell so large 
a body of lands for anything like what they are worth, 
or probavly to sell them atall, except to some person 
or organization which has made preparation for just 
such an emergency for the purpose of depriving the 
first-mortgage bondholders of part of their security. 

The t.ustees say in their petition to the Court, that 
they are advised that the claims of the [Texas authori 
are unfounded and cannot maintained, but 
that as the Guverncr and Attorney-General of Texas 
declare that they shall insist on those claims and take 
proceedings to enforce them, it will tend to throw a 
cloud on the title of the lands unless they are sold be- 
fore Nov. 20. That would have been a reasonable 
petition to make two or three years ago. 

lf such a sale is necessary. it should by all means 


acres of sate 


most instance 
the 


been 


striking 


interests of 


by 


agement. reason given by 


is be 


date ; more, is be 


been familiar to them. 


ties be 


Inaintaiping uniform through | 
rates, this is especially manifest; for though it is| 





be made subject to the lien of the first-mortgage bond- 
holders. 
little, but the bondholders would have their security; 
and as there is already $861,560 of interest overdue to 
them, they are entitled probably to the whole value 
of the land now, tosay nothing of the security for 
future interest and the principal. 








An inquirer in Chicago writes to ask us ‘“‘If 3 in. 
elevation in a track on a 8-degree curve is sufficient 
for a speed of 60 miles per hour, is 1 in. elevation 
enough for a 1-degree curve at the same rate of speed? 
If not, why ?” 

We answer that we do not know, and we know of 
no one who does. The centrifugal force is directly as 
the degree of curvature. and if the only object of 
super-elevation be to bilance and counteract this cen- 
trifugal force, as is usually taken for granted, then 
our correspondent’s question must be answered yes. 
There is, however, another force, compared with 
which the centrifugal force of the fastest train is a 
bagatelle, which tends to crowd, and does crowd the 
outside flange of the slowest train against the outer 
reil, however much elevated, which bas to be con- 
sidered; viz., the tendency of the truck to runina 
straight line and not in a cutve. This force is inde- 
pendent of the degree of curvature, or very nearly 
so, since the truck must be continuously twisted, 
however easy thecurve, and whether it be twisted 
fast or twisted slowly demands the same flange 
pressure in pounds, although a very different amount 
of WORK in foot-pounds. The elevation necessary to 
counteract this force would be far beyond the limits 
of possible practice, viz., from 1 ft. to 15 in. on all 
curves, sharp and easy. Inasmuch as whatever eleva- 
tion there is tends to reduce this force, however, and 
diminish the flange pressure, there is plausible ground 
for the claim (which, be it understood, we do not ad- 
vance as a fact, but merely as a suggestion) that the 
better practice would be to elevate all curves as much 
as would balance the centrifugal force of the fastest 
trains, and never less than 2 or 3 in. This would 
unquestionably improve the riding of fast trains, 
and we imagine that, in so far as it had any 
effect. it would diminish the resistance of slow freight 
trains. There is room for some good experimental 
work in this direction, which has never yet been done. 





A few railroads have reported their October earn- 
ings thus early, showing : 
1882. 1883. 1884. 
$86 708 $112524 $lo3 837 
50.975 2.531 128 2 


1885. 
$158 025 
9.796 2.892.473 2.799.000 
2.60 ,445 %.793.991 2,523,843 2.878.109 2.884.500 

642.213 720.445 567.285 | 626,304 7 3 21 

824,769 1.397 222 1.4615 1 1,52, 85 1.487.144 

369,06 370.160 512.758 486,386 5 :5,317 

The Milwaukee, Lake Shore & Western continues 
the enormous gain it has had in previous months of 
this year since lake navigation opened and shipments 
of ore began. The Milwaukee & St. Paul earned 3} 
per cent. less than last year, but much more than 
ever before. The Chicago & Northwestern has a 
triflmg gain over last year, a large one (14 per cent.) 
over 1884, but only a small one over 1883. The gains 
of the last two companies over last year in successive 
months have been: 


1886. 
M., L. 8. & W. $2571 552 
‘‘., M. && P.. 
of 2 2 Bae 
Den &RG... 
Norh —. es 


Oct. 
D. $93,478 


June Ju'y. Aug Se: t 
C.. M & St. P$198.812 $142,024 $06 089 $281.722 
Chi. & S. W. 120,769 119,690 406,231 134,976 61.631 
Thus the gain over last year was much less in Octo- 
ber than in any of the other months, yet it cannot be 
said that Uctoker was this year a less favorable month 
than previous months, but rather that it was much 
more favorable than the previous months last year. 
Thus the increase in October over September has been : 
1882. 18833. 1884 1885, 1886 
C. M. & St. P.$309.265 $310,444 $33N.555 $619.96 $244,000 
C.&N.W.... 48404 146,025 1769.9 326.145 197.510 
The increase from September to October was thus 
nearly twice as great last year as ever before, and 
this year. in spite of the fact that September earnings 
were unusually large, it was for the two roads together 
very nearly as large as in any year except last year. 
The Northern Pacific, which bas been having large 
gains, had a small decrease (2} per cent.) in October, 
leaving the earnings larger than in any earlier 
year. This is the natural result of the unusually 
early marketing of the spring wheat, which made the 
earnings in August and September very much larger 
than ever before. The earnings of the three mouths 
ending with October have been : 


1883. 1884. 1885. 1886. 
$3.6235.560 $3,730 673 $3,718,529 $4,174,992 


Thus the earnings since harvest have been nearly 12 
per cent. greater than ever before, and this season 
must be regarded as very favorable, even if 
there should be a decrease in November as well 
as October, which is not improbable, as the earnings 
were exceptionally large in November last year, and 
the movement of wheat to Duluth in that month 
was altogether unprecedented. 

The St. Louis & San Francisco earned more this 














year than ever before, but t'12 giia over last year was 
Theland then probably would bring very | only $33.929 in Ostoder, aztiase $ 


3,713 in S*pte.nbver, 
$37,340 in Aazast anal $)1,075 ia Jaly, and aa average 
monthly guia of $2i,JL7 it tas acst half of tne year. 

The Denver & Rio Geiale his the large gain of 12} 
per ceat. over last year, and earnei more chan in any 
other year excavt 1333, wien the earuings of the 362 
miles of the Denver & Rio Western 
included. 


Grande were 


Pennsylvania Railroad Earnings in September. 


Notwithstanding good gain in the gross earnings of the 
lines of this company east of Pittsburgh and Erie in Sep. 
tember, the net earnings were less thau last vear, which wil 
doubtless be d sappointing to many, but as last year the net 
earnings in September were amoug the largest the company has 
ever had— exceeded only 1n October of the same year, in Augus 
and October of 1884, in three months of 1883, two of 1882 and 
two of 1876 (centennial trave:), this year’s net earnings must 
still be considered large. 

For 14 successive years the gross aud net earnings and ex- 
penses of lines east of the Pittsburgh and Erie in the month of 
September have been : 

Pennsylvania Railrvad Earnings and Expenses in Seprember. 
Net 
earnings 
$1,844,100 

2 2.418 


Gross 
Year, Zs. »nSes, 
1d73 .... re 4.089. 9 $-.195.096 
1874... , ‘ y 2... 3810 1. 
sB7O.... 7 504 
i 9220 


Fxp 
is 


. 3.571.057 
. 3,869,904 
3 


UAL 
5.391 
, Gb4 


i) 


ek «8, see 9 
|, Ae 
883 

1884.. 

ISS) . 


2 364 
2. ¢ Pisid 
2.354, G58 R 70 

1836 .. 2 uae 2,807,098 1,810,454 

Thus the gross earnings of the month were larger this year 
than ever before, though but $39,000 more than in 1883, 
The working expenses were much larger this year than ever 
befere, and larger than in any other month of auy year ex 
cept Juue of this year, June of 1883, and December of 1882, 
This leaves the net earnings smaller this year than in any 
other since 188%. 

Compared with last year there is: 
In gossearnings an increase of.. . 8507 424, or 
Iu expenses anive ease of . 472.940, or 15.6 * 
Iu net earnin s a decrease of 15.5.6,0r 40 * 


The very large increase in expenses is partly because the 
expenses were unu-ually large this year, but also because 
they were upusually small last year. As see, they were 
then $328,000 less than in 1883: and this vear they were 
$44,000 more than the average of tl 
while last year they were $168,00U /ess thau the average of 
those months. The through rates last year were at their 
lowest, but the improvement in them probably made the smal 
ler part of the gain in gross earnings, for tle activity in the 
great manufacturing industries on this road, particwlarly in 
the iron industries, must have very greatly increased its local 
traffic. 

The lines west of Pittsburgh and Erie have yielded the fol- 
lowing surplus or defi-it over or below a. liabilities in Sep 
tember : 
1879—Sur 
1880 — 


i 
‘ 


Hm oe phe ihe de Se oe 
ee ee te ee 
at t+ 4 ses 


9<.5 per cent. 


we 


i¢ three summer months, 


. $345,688 | R83 
222 O18 | Is84— ten 
1x81— 214.1 3) 1k85—Deficit...... 0 26 
1882— isle 445.870 | 1886 —Surplus 82,423 
Tbe Western system hasaiways yielded a surplus in Septem 
ber except last year; 
surplus was much less than in any of tre five years previous 
to 1884. It indicates that the capacity of this western sys- 
tem to yield profits has been permanently reduced (by the 
multiplication of railroads probably), when in spite of an 
unusually large crop movement at tne time and much activ- 
ity in manufacturing industries, this great system iu August 
and September shvuid yield a surplus over liabilities of only 
$152,094, while in the four years previous to 1884 it had 
yielded trom $439,000 to 712.000 Tue fall montn are the 
most profituble ones for thi- system, which usually has a 
larger surplus in October than in September, but the crop 
movement was ubusualiy early this and 
spite of that the profits we stall August 
and September that any gains later the 
year will make the surplus of tue but tri. 
fling for the whoie year, and much less than we should have 
expected from the advance in through rates, aud the activity 
in iron manufactures. This system has an immense traffic 
in the materials of the iron industry, and in its manufact- 
ures, carrying ores from Cleveland to Pittsburgh, aud other 
points where there are blast furnaces, and carrying coke 
back and to the West. It now, however, nearly 
so large a share of the coke traffic as when the iron manu 
factures revived in 1879, and probably a smaller one of the 
other iron uaffic, and probably rates are much lower now, 
for though about as much iron is made now as ever before, 
the prices of pig are very much lower than in 1879, 1880, 


$321,789 


plus 
* “0,62 


Sure lus. 


it gains $172.64 over last year, but the 


year, in 
re so in 
srobable in 
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whole system 


has not 


etc. 

For the nine months ending with September the gross and 
net earnings and working expenses of the lines east of Pitts 
Lurgh and Erie for ten successive yeai’s bave been : 


Pennsylvania Railroad Eurningsund Expenses for Nine Mouths 
Net 
eirnings. 
$7.9 7.915 
9 ZRB5.807 
9 693, OS 
12.426.505 
IB B95 870 
136 4 506 
4.4 7.552 
tha 


Gres 

Year. carping. 
Sf » aan . $22,006.56 
2 S109 8 

ort 

: ? 3.6 7 
2.875. /46 
> 887.786 
m2 LG 


I'xpenses 


ae 
*83.... 
884 
1885 
1586 


The gross earnings tbis 
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2.971 837 
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year were exceeded only in 1883; 
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the working exp2nses were larger than ever before, but the 
net earnings were exceeded in each of the four years from 
1881 to 1884, by amounts varying from $424,000 to $1, 105,- 
000. Compared with last year the increases are : 


{n gross earnings. ..... .. . $3.628.652, or 10.9 per cent. 
Iu working expemses................. 1,877,791, or 8.5 = 
errr 1,750,861, or 15.6 si 





The gain in net earnings on this sytem is equal to 1.87 per 
cent. on the stock outstanding. 

Meanwhile the surplus or deficit of the lines west of Pitts- 
burgh and Erie has been : 





1879—Surplus. $108,834 | 1883—Surplus.... $894,318 
1880— a Oe ane 2 095,565 | 1884--Deficit . 661,859 
1881— in . 2.268.783 | 1885— i Pe 1,°44.485 
1882— 1,067,772 | 1886 — at bie eke 261.783 


Thus, this Western system still shows a deficit for te year 
which may reasonably be expected to disappear by the end 
of the year. Itis encouraging that it should be so much 
less than last year or the year before, but discouraging that 
the result should be so much less favorable than in any of the 
five years previous to 1884. In 1881 this system yielded in 
the nine months $2,530,000 more than this year—of itself 
equal to 22, per cent. on the stock now outstanding, and to 
31, per cent. on the stock then outstanding. 

Combining the surplus or deficit of the Western system with 
the net earnings of the Eastern system for the nine months 
we have as the income from both systems : 





TST cccsvcccs 2 os Meepieie) 288 ..... . $14,970,870 
BOE, ound cadsjannnar 14,522,870 | 1884.... 12,880,406 
DE ©. sist bavecneeee Fai Ge OOO | ROB. 2. 5 ccc ccceseeee 9976 491 
1882 pO ke Oh ener 12,710,054 


Thus the gain over last year is no less than $2,734,563, 
which is 274 per cent. on the capital stock, but its income is 
a little less than in 1884, and from $1,812,000 to $2,954,000 
less than in any of the four years from 188U to 1883. Of the 
gain over last year, nearly two-thirds was made by the lines 
east of Pittsburgh and Erie, which last year had not quite 
one-half of the gross earnings of both systems. 

Last year September was the last month when the gross 
earnings of the Eastern system: were much less than the year 
before, August being tbe last month when the net earnings 
were much less. The gross and net earnings of the Eastern 
system and the surplus or deficit of the Western system for 
the Just three months of the year have been : 


~Eastern system.—— 
Gross earn. Net earn. 


Income 
from both. 





Western system. 
75 4 









1880... $11,005,457 $4,208.72" Surplus.. $97: 7 $5,184,209 
IS81l.... 11.245,007 4.018.627 - .. 39,555 4,397,982 
1882... 13,191,117 4 824,986 Ke <a 32 5,651 514 
1883 13,189 334 5.256,552 Deficit... 71,649 5,184,905 
1884 12,167,809 4,494,640 = ... 200,082 4,294,608 
I8*5 12,377,892 4,911.297 Surpius.. 162,471 5,073,768 


Thus in the last quarter of the year the gain in the pTofits 
of the systems was very large last year, and they were nearly 
as large asin any previous year except 1882. For this rea~ 
son, it is not to be expected that the’gains this year in these re“ 
maining months will at great a rate as in the 
months heretofore reported, and the result will be quite 
good should there be no gain atall. Business was unusually 
active in these months, but some of the conditions are more 
favorable this year, and moderate gains seem probable. But 
most of the gain of this calendar year over last year has 
doubtless been made already—was made before September, 

-for the gain in the profits “of the two systems was less 

han $7,000 in that month, while for the other eight months 

it had averaged $341,000 per month. It is doubtful if the 
gain will be as much as that for the entire three months that 
remain to be reported, and a reasouable figure for the gaiu of 
the whole year is $3,000,000, which ought to be satisfactory 
to the sbareholders. 


be as 








Mr. M. N. Forney, who needs no introduction to the read_ 
ers of the Railroad Gazetts, will begin the publication next 
January of a monthly journal] entitled the American Engi- 
neering Magazine and Railroad Journal, which will suc- 
ceed the well-known Van Nostrand’s Engineering Maguzine 
and the little-known but old and formerly valuable Ameri- 
can Railroad Journal, The new publication is to be a gen_ 
eral engineering and mechanical journal, giving special at- 
tention to railroad engineering, and doubtless particularly to 
railroad rolling stock, concerning which Mr. Forney is an 
authority second to none. 








The narrow-gauge mileage of the United States is still 
further diminished by the change of the St. Louis, Arkansas 
& Texas (until lately known as the Texas & St. Louis road), 
which has in all 735 miles of road, and was the longest con- 
tinuous line of 3 ft. gauge in the country, although the Den- 
ver & Rio Grande has a greater mileage of road. The Mis- 
souri & Arkansas Division of this road was changed to stamd- 
ard gauge two weeks ago, and the Texas Division will be 
changed during the coming week. 





The most prosperous narrow-gauge line in the country is 
the Boston, Revere Beach & Lynn, which in its last fiscal 
year earned over $25,000 per mile. The company paid 6 per 
cent. on its stock, and carried over a surplus equal to about 
f') per cent. more. This line is very peculiarly situated ; 1t 
has practically no connections and no freight business, but it 
is so placed as tocommand an enormous passenger traffic, 
which could certainly have been carried quite as cheaply on 
1 ft. 8's in. or 6 ft. as on 3 ft. gauge. The road is only nine 
miles long, and its fares are low, the average receipt per 
passenger last year being about 11 cents only. 


The electric brake which bas been entered for the April, 
1887, brake tests is the ‘‘ Park,” a brake heretofore unknown 
to fame, or very slightly known. The inventor is a Ken. 
tuckian by birth, who has recently removed to Chicago. The 
device has so far not been thoroughly tested, and the outcome 
must be regarded as doubtful, an unpleasant feature being an 
eccentric on the car axles, which, in view of the trouble from 
the slipping of locomotive eccentrics, must be regarded as a 





very dubious feature, especially for freight cars, although 
naturally the work thrown on the eccentric is much less than 
in the locomotive. It is plain that the ideal freight brake 
must have its parts at rest, except when required for brak- 
ing purposes, although we doubt not that the committee will 
be anxious to give this brake every chance of entering the 
test fairly, especially should no other electric brake enter, as 
we hope and suspect will be the case. 








The cotton movement so far this crop year has been 
lighter than usual. The receipts at the seaboard in bales, 
Sept. 1 to Oct. 29, have been, for eight years: 

1881. T88z 1883 1884. 1885 1886. 
1,424,046 1,423,666 1,465,907 1,435.830 1,388,453 = 1,543,801 

Thus the receipts were smaller this year than in any other 
of the six ; only 3 per cent. less than last year, but 64 per 
cent. less than in 1885 and 81¥ per cent. less than in 1883. 
The exports were about 2 per cent. greater this year than 
last (684,116 bales this year and 670,754 last), and the 
receipts at interior markets have been 9 per cent. greater. 





The Northwestern grain receipts in the week to Oct. 23 
were the smallest since the middle of July, and 1,471,000 
bushels (18 per cent.) less than the week before. Accidents 
of weather, etc., probably caused part of the decrease, but 
some decrease at this time is to be expected. The receipts at 
the Atlantic ports were a fifth less than the week before and 
the smallest since July. The shipments from the North- 
western markets, on the other hand, were with two excep- 
tions in the spring the largest of the year. 








Our sporting editor, being quite closely confined to the 
sanctum, and seeing little of tracks, except the circular kind 
that have a judge’s stand annexed, was quite surprised re- 
cently on taking a little outing to find that several first-class 
railroads were not unexceptionally perfect in all their appoint- 
ments He had not, indeed, seen any positive and particular 
statements that these roads had actually made certain changes 
and improvements which were long ago acknowledged to be 
necessary, but in his onesidedness and ignorance he had con- 
fidently assumed that they must, in ordinary course, have 
been attended to. Moreover, he had seen, in hotel billiard 
rooms and some other places, quite boastful assertions of the 
general passenger agents of these very roads which would 
naturally lead one to suppose that not much, if any, improve- 
ment could be made in their appliances and facilities until 
the percentage of expenses to gross earnings should drop 
down to forty at least. ‘* Steel rails, rock ballast and 
all appliances tor safety,” quite naturally induces the belief 
that one is perfectly safe, especially if he be riding rapidly ina 
car lined with real carved mahogany and supplied with fifty- 
cent soap and pink-plaid towels in the lavatory ; and yet the 
clear plate-glass of these very cars frequently 
afforded a view of dangerous facing-point switches entirely 
unprotected by distant signals of any kind, and with not even 
a reasonable home signal (target). This road now have 
in mind did not seem to have any extensive system o¢ 
brooms to sweep away fog, or any unusual number of fur- 
naces to dry it up, and yet every mile or two revealed quite 
expensive apparatus which would c: nduce materially to safe 
train running in clear weather, but would be worth just 
about nothing at all in foggy weather, when some of the 
worst collisions occur. We wonder whether the general 
sentiment among trainmen there is the same as it is on some 
roads, to wit, that ‘* passenger trains must make their time, 


fog or no fog.” 


windows 


we 





It is passing strange that a G. P. A. can boldly tell the pub- 
Jie that his road is ‘* the best in the world,” and still ride fre- 
quently himself over its narrow bridges where there 1s no 
guard rail, or frog, or sign of any barrier between a derailed 
car and destruction. He ought to sit up nights with the road 
department and give them no peace till they mend their 
ways. Can it be poverty that causes these neglects, when 
the cost of protection on a whole road would not affect one 
dividend more than a quarter of one per cent ¢ What is a 
superintendent thinking of who will provide very low, and 
very small, and perhaps very dirty switch targets in main 


track and still be so severe and critical with his runners 
who lose| a few minutes occasionaily that they 
dare not do otherwise than make their time, even 
at the risk of the passengers’ hives, as well as their own. The 


horror at Rio seems to have been largely or wholly owing to 
the absence of a split-switch; and a momentary relief is felt 
when the thought comes that few goed 1oads are still blind 
to the advantages of this simple means of safety; but, alas ! 
it is not necessary to go to Wisconsin to find big and boastfuy 
roads which daily carry hundreds or thousands of passengers 
over old-fashioned stub rail switches without even a Tvler 
casting to mitigate the consequences of a switch-tender’s 
carelessness. If the prominent roads set such a frightful ex- 
ample in management, what are we to expect from the lesser 
ones, Which ‘‘ do not lead, but follow 2” 

We suggest that the next Time Convention form a class 
and catechise its members on these and similar points, so that 
the vividness of the interrogative form may be brought to 
bear to impress a few of the serious points on the minds of the 
thoughtless. Nobody is warranted in spending a thousand 
dollars on the beautifying of a drawing-room car (or any 
other kind) until he has seriously questioned whether he has 
not (for instance) some dangerous facing-point cross-over 
track which that amount of money would change to trailing 
point several times over. 





The joint committee of the Franklin Institute and of the 
Master M<chanics’ Association to investigate the **‘ Hammer 
Blow, or Magnitude and Variation of Pressure of Locomotive 
Driving Wheels on the Rails,” has come to rather a lame and 





impotent conclusion. They report that ‘‘tbey have held meet - 
ings from time to time extending over a period of eight 

months,” but the only definite conclusion they have reached 

as to the force of the ‘‘ hammer blow” is that tests are de- 

sirable, and that they have devised a special apparatus by 

which such tests can be made which will cost $6,000, a sum 

which the committee very reasonably plead that they cannot 

be expected to furnish. 

The committee do find it, however, to be “ self-evident, 
upon careful observation, that, to balance any vibrating 
weight moving ina horizontal plane by counter-weights in 
the crank-wheel moving ina vertical plane of rotation, wher- 
ever the balance is made perfect in the horizontal direction, 
it is out of balance in the crank-wheel in a vertical direction 
equal to a large portion of the counter-weight employed to 
correct the horizontal movement,” which is certainly an im- 
pregnable position. The committee continue: 

‘*In view of this fact we find that engines considered most 
perfectly balanced by counter-weights in the crank-whee] do 
occasion great disturbance in a vertical direction (causing a 
wave force that may be compared toa hammer blow) that 
has a measure of destructiveness upon rails and bridges de- 
pendent on weight and velocity of moving parts, and that. it 
is worthy of the most careful examination and test. The 
forces induced on both sides of the engine from this cause are 
of a complex character, varying greatly under modifying 
conditions that occur in practice, and do not submit readily 
to calculation.” 

The clause which we have italicized is undoubtedly true in 
one sense—that experimental results would not probably cor 
respond exactly with any computations—but that there is any 
such doubt in the matter as to leave room for any great sur 
prises in the tests seems improbable. The whirling counter 
weights bave a certain centrifugal force which can be deter- 
mined exactly for any speed, and acts directly outward from 
the centre. The whirling coupling-rods, crank-pin and one 
end of the connecting-rod (approximately half of it) have 
likewise a centrifugal force acting directly opposite to and 
neutralizing, so far as it goes, the centrifugal force of the 
counter-weights. The difference between the two is entirely 
unbalanced, and acts to decrease the load per wheel when 
the counter-weight is upward and to increase it when the 
counter-weight is downward; in neither case affecting the 
riding of the engine, since it does not affect the springs, but 
having a material effect to vary the pressure on the rails, so 
that it is peculiarly adapted to increase vibration in bridges, 
and unquestionably does do so. 

The reciprocating action of the pistou and rod has nothing 
appreciable to do with this particular question, since it causes 
a (nearly) horizontal force which is taken up in strain against 
the crank-pin. force doe3 not act horizon 
tally, it tends to decrease the upward force and increase the 
downward (the latter being the most objectionable) by modi 
fying slightly the distribution of weight on the wheels. 

But while an undulatory fluctuation of this nature undoubt 
edly takes place, it is sometimes exaggerated by considering 
the centrifugal force of the counter-weights only, without re 
membering that a large part of it is directly neutralized, and 
merely produces strain within the wheel, while the term 
‘* hammer blow” gives an untrue and exaggerated impression 
of its nature and effect. 


In so far as this 


Record of New Railroad Construction. 


Information of the laying of track ou new railroad lines 
is given in the curreut number of the Railroad Gazette ag 
follows: 

Arizona,—Track laid from Tucson, Ari., north 15 miies. 

Burlington, Cedar Rapids & Northern.—The Sioux Falls 


Branch is extended westward to Sioux Falls, Dak., 10}, 
miles. 

Carthage & Adirondack.—Completed from Carthage, 
N. Y., east to Jayville, 30 miles. 


Chicago & Northwestern.—The Lake City Branch is ex- 
tended from Lake City, Ia., west to Wall Lake, 1314 miles. 





Chicago, Rock Island & Pacific.—Extended from St 
Joseph, Mo., west to Troy, Kan., 15 miles 

Clearfield & Jefferson.—Extended west to Mehaffey, Pa., 
3 miles. 

Fort Worth & Denver City.—Extended from Harrold, 
Tex., northwest to Vernon, 16 miles. 

Georgia, Midland & Gulf.—Extended northeast to Bull 


Creek, Ga., 6 miles. 

Kentucky & Indiana Bridge.—Track laid on this bridge 
and approaches, from Louisville, Ky., to New Albany, Ind., 
2 miles. 

Litchfield, Carrollton d& Western.—Tiack 
Litchfield, I)., westward to Calvinville, 16 miles. 

Longdale Iron Co.—Track laid from Sewell, W. Va., to 
the Tyree coal mine, 8's mules. 

Missouri Pacific.—The Kansas & Colorad 9 Division is ex- 
tended west to Genesee, Kan., 4! 

Northern Pacific.—The Division is 
westward to Cle-elum, Wash. Ter., 18 miles. 

Ohio Valley.—Extended from De Koven, Ky., south 
Sturgis, 5 miles. 

Pacific. —Extended from Mound City, Kan., 
southwest to Coffeyville, 17 miles. 

St. Louis & San Francisvo.—The Arkansas Division is ex- 
tended from Fort Smith, Ark., southward 20 miles. 

St. Paul, Minneapolis & Manitoba.—The branch from 
Tintah west is extended Dak., 
Rutland, 331, miles. 


laid from 


; miles. 
Cascade extended 
to 


Parsons d: 


from Hankinson, west to 

Sun Antonio & Aransas Pass.—The main line is extended 
from Papalote, Tex., southward to Corpus Junction, 25 
miles. The Corpus Christi Branch is completed by laying 
track from Corpus Junction south 8 miles, 

Seneca Falls & Cayuga Lake.—Completed from Seneca 
Falls, N. Y., to Cayuga Lake Park, 4 miles. 

Southern Pacific.—Track is laid on the southern end of the 
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Coast Line from Newhall Junction, Cal., northwest 8 miles. 

Tavares, Apopka & Gulf.—Track laid from Tavares, Fla., 
south 10 miles. 

Union Pacific.—The Boulder & Caribou Branch is extend- 
ed from Marshall, Col., southeast to Argo Junction, 21 miles. 

Williamsport & North Branch.—Extended from Sones- 
Pa., north to Nordmont, 6 miles. 

This is a total of 31614 miles on 23 lines, making 5,014 
miles reported so far The new track reported to 
the corresponding date for 15 years has been : 


town, 


this year. 





Miles. Miles | Miles 
L886. 5.014 | 1881 . 6,008 | 1876 1,931 
1 eee ere ». 4.946 | 1875 2 
1884. .. ery Oa eee 2,987 7 
1883. ... i Fy i . 1,777 7: 2 
1882 PE ES os oenckeees RET 6 We ions 0ccieans 6,106 


This ssciaman covers main track only, second or other 
additional tracks and sidings not being counted. The new 
track reported this year now over 5,000 miles, and the 
record exceeds that of 10 out of the 15 years, having been ex- 
ceeded only in 1883, 1882, 1881 and 1872 


is 


NEW PUBLICATIONS. 

Elements of Geodesy. By yp rof. 
New York. John Wiley & Sons. 
This book of 275 pages opens with an exceedingly interest- 
ing historical sketch of the progress of science in the measure- 
ments of the figure of the earth. 1t is followed by a long and 
full chapters on instruments and methods of observation, 
hase measurements and the field work of triangulation, which 
take up nearly half the book. The remainder of the work is 
ccupied with the theory of the subject, the whole being put 
n such a way as to justify much more fully than usual the 
hope of the writer that the reader will ‘‘ feel grateful that the 
liscoveries and writings of many have been so condensed or 
elaborated as to make the study of geodesy pleasant.” 





J. Howard Gore, B. 8. 


Practice and 


Indicator Steam Engine Economy. By 
Hemenway. 


Frank F. John Wiley & Sons, New York. 
his little work is largely confined to the study of other 
ngines than locomotives, but a separate chapter is given to 
the latter, and so far as the taking and interpretation of indi_ 
cator diagrams are concerned, the methods are much the 
The work is of an elementary 
character and can be readily followed by all those having 
practical familiarity with the steam engine, and for this rea- 
mand from the fact that it goes into practical details with 
good deal of minuteness, it is calculated to be of much ser- 
e to those who wish to make indicator tests without much 
uniharity with the theory of the subject. 
which, 


une for all kinds of engines. 


Some statements 
to say the least, are doubtful, are made in a rather 
ver-positive way, but in the main there is little to object to 





1 the volume, and much to commend. 
Foreign Railroad Notes. 
During the year ending Mare h 31 last 376 miles of new 
railroad were opened for trafficin British India, making a 
tal of 12,376 miles. The average cost per mile had been 
9,595. The population is about 250,000,000, so that there 


sas yet only a mile of railroad to 20,000 people, against a 
mile to 460 in this country. 

Che management of the Austrian State Railroads has sus- 
nded the operation of the Dalmatian Raiiroad, one of its 
Adriatic, from Spalato to Sebenico, because of 
danger of spreading the cholera. 


nes on the 


rhe 


iilroads 


importance of the iron manufacture to the English 


may be estimated by the fact that in that little 


vuntry the product of pig-iron and the weight of coal and 
ore used in making it have been, in tons, for the last two 
ars 
Pig-iron. [ron ore. Coal. 
L885 6,412,200 13,087,000 
8a4 6,824,000 13,907,000 





In Scotland the quantities were about one-seventh as great, 
ind altogether last year 17,938,000 tons of ore and 15,288,- 
000 tons of used to make 


coal were 7,415,000 tons of pig- 


ron. 

In Germany, as in this country, people who go to stations 
to see their friends off have been in the habit of getting into 
the cars with them and staying, not as here, till the train 
actually starts, but till the conductor comes round to call for 


tickets, which he does before the train starts. Not long ago, 
two gentlemen of position did this, accompanying a lady to 


acarand taking seats there for a time. They were com- 
plained of by the station-men, under a paragraph of the gov- 
erpment railroad regulations which says that to enter a rail- 
ud car without ticket is forbidden under penalty, and 
1ey 50 each. They appealed and plead that 
they were ignorant of this regulation, but it was proved that 
it Was posted up with the rest of them (they make a small 
volume) in two places in the station, and the gentlemen had 
to pay the 


a 
fined $1 


t 
I 


were 


fines. 


Last February, 
the 


in consequence of the breaking of a tire, 
Wheels of the third car from the rear of a passenger train 
running between Berlin and Breslau, on one of the Prussian 
state lines got off the track. The conductor on guard, who 
had a seat by the brake in this car, finding the bell cord fast 
With ice, passed along the foot-board at the side of the car 
to the next to the last car, which, like all the other cars 
except the off the track, was provided with the 
Carpenter brake, and set the brake, stopping the train. The 
management of this railroad, with the approval cf the 
Minister of Public Works, has given him 200 marks ($48), 
“In recognition of his courageous behavior and the devo- 
tion to duty manifested, by which he saved the passengers 
from injury and the railroad from loss,” and called public 


one 








attention to his act, which to one not familiar with the danger 
of sidling along the foot-board of a Prussian car as it bumps 
over the ties seems the most natural thing in the world. 








TECHNICAL. 


Hand Grenades ou Trains. 


The Harden hand grenade has lately done some good serv- 
ice in extinguishing tires on trains. In one case on the Co- 
lumbus & Cincinnati Midland a freight car, containing glass 
jars in bulk packed in straw, caught fire whilst the train was 
in motion. The train was stopped, a hole cut in the top of 
the car and the fire extinguished without serious damage by 
the use of two of the grenades with which all the trains are 
equipped. A delay of only 20 minutes was occasioned to the 
train. 

In another case on the Cincinnati, Hamilton & Dayton a car 
containing lime took fire. The fire was extinguished, and a 
considerable amount of property saved by the use of six hand 
grenades. The bottom of the car was burned through in two 
places. 





Boiler Explosions in Great Britain. 

The annual report of the British Board of Trade upon the 
working of the Boiler Explosions Act, 1882, states that dur- 
ing the twelve months ending June 30, 1886, preliminary 
inquiries under that act have been held in 57 cases. 
This is the largest number of explosions reporced upon in 
either of the four years during which the act has been in op- 
eration, but the life lost per case fell below the average of the 
three previous years, the figures for the four years being : 





Years. Cases. Lives lost 
1882-83........ 45 35 
1883-34 18 
1884-8. oe. pews 40 
1885-86... 33 
In addition to the number of persons killed, there were 79 


persons injured by explosions in 1885-86. Of the boilers 
which exploded, 16 were in use on board steamers and fishing 
smacks, and the remainder were used for various purposes on 
shore. The following is a general classification of the causes 
to which the explosions are attributable : 


Deterioration, corrosion. safety-valve defective, etc. 

Defective design or construction ....... 0 ........cceceeeeees 
Ignorance, neglect or carelessness of attendants. iw Aas 
Miscellaneous........ 5: Seeks : F ; 3 


No change has taken place in the general nature of the 
causes to which explosions may be traced, no less than 56 per 
cent. of the total number of cases being due to neglect on the 
part of the owners of boilers. Only six cases arose directly 
from ignorance or carelessness of the boiler attendants, 
although in a seventh case this was a contributory cause. In 
ten cases the boilers were under the inspection of insurance 
companies or guarantee associations, but in three of these the 
explosions were due to causes other than defects in the boilers 


or fittings, while in another case the owner ignored the re- 
peated applications of the company for an opportunity to 


make a thorough examination of the boiler. Three explosions 
occurred on board vessels classed by Lloyd’s, but only one of 
these was due to a defective design of boiler. Although a 
large proportion of the explosions were caused by the neglect 
or mismanagement of the owners—and not one of them can 
a fact, be called an inevitable accident—no prosecution 
has been instituted under the criminal law. Tbe verdicts of 
‘* accidental death ” which were almost invariably returned, 
and generally without any qualification by coroners’ juries in 
fatal cases, show that explosions are still regarded by the per- 
sons who sit on those juries as being due to causes which are 
beyond control, and unless evidence of the clearest and most 
conclusive kind can be produced, an attempt to secure a 
criminal conviction would be certain to end in failure. 

Boilers are sometimes worked long after they are unsafe 
for any pressure, and with safety-valves which can be tam- 
pered with and overloaded, or even fixed down, and indeed 
in some cases without a safety-valve. An accurate pressure 
gauge regularly tested is rare. The boilers which have ex- 
ploded were generally dangerously overworked, and the fit- 
tings were as a rule dangerously inefficient. 

The number of boiler explosions in Germany is somewhat 
less than in Great Britain. Last year there were 13 boiler 
explosions in Germany, against 14 in 1884 and 1883, and 11 
in 1882 and 1881 The number of casualties to 
persons was 22 (against 45 in 1884 and 55 in 1883), 
the number of fatalities being 11 (against 12 and 23), 
while 2 persons were badly injured and 9 slightly in- 
jured. Of the boilers which exploded 3 were vertical, 8 
horizontal and 2 tubular, according to Kuhlow, a Berlin con- 
temporary. The cause of explosion was in three cases loca 
weukening of plates, in three cases want of water, in two 
cases defective construction, and in one case each accumula- 
tion of furs, high pressure, faulty action of tubes, weak and 
defective construction, and careless attendance. During 
recent years there has been a noticeable falling off in the num- 
ber of explosions as in that of fatalities. 


as 





Engineers’ Club of Philadelphia. 
A regular meeting was held at the club house in Philadelphia, 
Oct. 16, Past President Frederic Graff in the chaif: 23 mein- 
bers and 1 visitor present. 

Mr. J. E. Codman presented an illustrated description of a 
case of Low Water in a Steel Boiler, wherein the refilling of 
the boiler, after the exposed portions bad reached a high tem- 
perature, produced no evidence of a tendency to crack in the 
steel. 

Mr. ©. 0. Hering presented Tables of Equivalents of Units 
of Energy and Equivalents of Units of Weights and Meas- 
ures for the Reference Book, 

Mr. J. H. Harden read a paper on Early Mining Opera- 
tion in Berks and Chester Counties, Pennsylvania, giving the 
names of the charcoal furnaces, dates of construction, owners 
of the mines using the iron ore, location of the mines, man- 
agement, cost and quantity of ore mined annually by the 
Berks & Chester Mining Co., beginning with 1836, under 


the management of Mr. Wm. Mcllvain, continued by Mr. 
Hartley Potts, Mr. Robert S. Potts, Peter Ubil, Fred. 


Richards and Jobn Kenny. 

He referred tojthe operations of the Pennsylvania Copper 
Co,., Captain Tbomas, Manager, who died in 1808, and was 
succeeded by Mr. Richard Trewick as Manager and Treas- 
urer ; its failure and sale by the Sherff in 1811. 

Mr. Harden identified Mr. William MclIlvain as the invent- 
or and first user of the log washer for separating the fine ore 


from the dirt, and referred to its patent by Mr. John Milhol- 
land. 
Mr. William E. Lockwood, introduced by the Secretary, 


gave a brief description and review of the progress made in 
the efforts to determine the ‘‘ Hammer: Blow” of a Locomo- 
tive’s Drivers, since January, 1883, when Mr. Lockwood 
spoke on the subject of the Shaw locomotive before the Club, 


Soda Locomotive Engines. 
The Minneapolis, Lyndale & Minnetonka road has now in 
use on its city line in Minneapolis four soda locomotive en- 
gines of a pattern similar to those described in the Railroad 
Gazette of July 3, 1885, and in use on several German lines, 








These motors were built at the Baldwin Locomotive Works 
in Philadel phia. 
Steel-tired Car Wheels. 

The firm of W. R. Ellis & Co. having been dissolved, Nov. 1, 
by mutual consent, Messrs. Page, Newell & Co., No. 139 
Milk street, Boston, have succeeded to the business carried on 
by the former firm in the sale of the wrought-iron spoke car 
wheel, manufactured by the Patent Shaft & Axle-tree Co., of 
Wednesbury, England, and known as the Brunswick wheel 

Messrs. Page, Newell & Co. state that the number of these 
wheels sold during the last year shows a very large increase 
over former years, and they claim that the service of the 
Brunswick wheel compares favorably with any other make, 
and to support this claim they will be pleased to furnish mile- 
age records, Some of the advantages claimed for these 
wheels are that they can be re-tired in any railroad shop: 
that the wrought-iron centre is practically indestructible and 
will wear out several tires, and that the cost of re-tiring is 
several dollars less per wheel than any other pattern of steel- 
tired wheeis. Messrs, Page, Newell & Co. have retained the 
services of Mr. George H. Coney, formerly with W. R. Ellis 


& Co., who will represent them as traveling agent. 
Mr. W. R. Ellis, who, as noted above, resigned the Ameri- 


can agency for the Patent Shaft & Axletree Co., 
bury, England, proposes hereafter to supply steel-tired 
wheels with centre or tires of either American or foreign 
make, as may be desired by the purchasers. Mr. Ellis retains 
his former office at No. 18 Broadway, New York. 


@eneral Qailroad “Mews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings of the stockholders of 
held as follows : 


of Wednes- 


railroad companies will be 


Baltimore & Ohio, annual meeting, at the office in Balti 
more, at 10 a, m., Nov. 15 

Mobile & Ohio, annual meeting of debenture-holders, 
the office of the company, No. 11 Pine street, New York, 
Nov. 20, at noon. 

Peoria, Decatur d& Evansville, special meeting, in Peoria, 
Ill., Dee. 20, 

Richmond & Danville, annual meeting, at the office in 
Richmond, Va., Dec. 8, at noon. Transfer books close 
Nov. 8. 


Richmond, Fredericksburg & Potomac, annual meeting, 


at the office in Richmond, Va.. Nov. 17, at noon. 
Richmond & West Point Terminal Co., special meeting, 
in Richmond, Va., Nov. 19. 


Dividends. 
Dividends on the capital stocks of 
been declared as follows : 

Boston d Maine, 5 per cent., semi-annual, 
15, to stockholders of record on Oct, 28. Thi 
4 per cent. last November and 4! in May. 

New York, Providence d& Boston, 2's per cent., 
payable Nov. 10. This company increases from 
per cent. 

Pennsylvania, 2!, per cent., semi-annual, payable Nov. 
29, to stockholders of record on Oct. 30. This company paid 
2!¢ in May and 2 per cent. last November. 


railroad companies have 


payable Nov. 
Chis company paid 


quarterly, 
2 to 2! 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The Association of Railroad Trackmen of North . 
will meet at Council Bluffs, la., on Thursday, Nov. 

The Master Car-Builders’ Club holds its regular meetings 
at the rooms, No. 113 Liberty street, New York, on the third 
Thursday in each month. 

The New England Railroad Club holds its regular meetings 
at its rooms in the Boston 


imerica 
Qh. 


& Albany passenger station in 
Boston, on the second Wednesday of each month. 
The Western Railway Club holds its regular meetings at its 


rooms 
The 


in Chicago on the third Wednesday in each month. 
Western Society of Engineers bolds its reguiar meet 


ings at its hall, No. 15 Was hington street, Chicago, at 7:30 
p. m., on the first Tuesday of each month, 


The ae rn Society of Engineers holds its regular meetings 
at its hall, No. 15 Washington street, Chicago, at 7:30 p. m., 
on the first Tuesday of each month 

Foreclosure Sales. 
Peoria & Western road was sold in Chicago, 
, under decrees of foreclosure granted by the United 


The 
Oct. 


Toledo, 


29 


States Circuit Court, and was bought for $4,790,000, by 
Mr. John Bowers, of New York, representing the bond- 
holders’ committee. Another bidder was present, but de- 


clined to state whom he represented. The road extends from 
State Line, Lll., to Warsaw, 227 miles, with a branch of 20 
miles to Burlington, Ta. It was originally the Toledo, Peoria 
& Warsaw road, was sold under foreclosure some years ago 
and reorganized under the present name. Jt was afterward 
sold to the Wabash, St. Louis & Pacific Co., but was last 


year reclaimed from the possession of that company by the 
bondholders, default having been made on the interest, and 


has for some time been under a separate receiversbip. 

The Havana, Rantoul & Eastern road was sold under 
foreclosure in Springfield, [l)., Oct. 28, and bought for 
$100,000 for account «* the bondholders, who have organ- 
ized a new company to operate it. The road extends trom 
Lebanon, Ind., to Leroy, Ill., 76 mules; it was recently a 
part of the Wabash system. 


New England Railroad Club. 
The Ciub will hold meetings at its rooms, Boston & Albany 
passenger station, Boston, Wednesday, Noy. 10, 1886, in the 
afternoon at 2 o'clock, and in the evening at 7:30. 

It was thought desirable that two sessions be held to con 
sider this important matter, and it is hoped that both ses- 
sions will be largely attended. 

Subject for Discussion: Jaterchange of Curs (continued 
from last meeting). The discussion will have especial refer- 
ence to the inspection of cars at interchange points, the 
defects in Jadder rounds and handles, defective brake at- 
tachments, gauge of wheels, defective running boards, 
etc., and how far it is pcs ible to remedy these d+/ects. 

Is it more rigid inspection, or more thoroughly constructed 
cars, or cars ke pt in more perfect condition, that is wanted 


to overcome existing difficulties in the interchange of cars 
in view of the urgent necessity of immediate action in this 


matter, itis thougit desirable to take this subject up and 
make a determined effort to arrive at some conclusions as to 
methods and plans for the adjustment of these perplexing 
questions. Superivtendents of rolling stock, master car- 
builders, inspectors, and all others interested, are especially 
invited to be present, vr if unable to do so to communicate 
their views in writing. 
Brotherhood of Locomotive Engineers. 

The sessions of the convention continued until Nov. 1, the 
only further diversions from business being a visit to the 
theatre and a short excursion to Rockaway Beach. 





On Oct. 28 officers were chosen, Chief Arthur and nearly 
all the old officers being re-elected. 
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Important changes were made in the Insurance Derart- | 
ment in rearranging classes and regulating the amount of 
insurance. 

The convention has been one of the most successful held by 
the Brotherhood, and leaves it in excellent condition, 


Railroad Conductors’ Lite 
t ion. 


The Railroad Conductors’ Life Insurance Association of the 
United ge and Canada met in annual session in Balti- 
more, Oct. 27, at Ford’s Grand Opera House, Frank Cham- 
lin presiding. Rev. John Leyturn opened with prayer. | 
Maser Hodges made an address of welcome, which was ap- | 
propriately responded to. 

Committees on credentials, special work, finance, by-laws 
and resolutions were appoiuted. Pres:dent C iamplin made 
an address, after which invitations were read from the Com- 
mandant of Fort McHenry to visit there: also, from the 


Insurance Associa- | 


Western Maryland and the Baltimore & Ohio railroads to ex- | 
A 


cursions along their respective lines. 

On the second day the Auditing Committee reported all 
accounts correctly kept and tbe finances of the body in first 
rate condition. The report was adopted. Portland, Me., 
was selected as the plave of the next convention. 

At an afternoon session officers were elcted for the en- 
suing year. The question of what constitutes total disability | 
was taken up ard referred back to the Comm ttee on By- | 
laws. Tuey withdrew the recommendation to detine it, and 
recommended that the Executive Committee shall not con- 
sider any case of physical disability, with the vn lerstanding 
that only cases arising from accidents be considered, which 
was adopted. To restore delinquent members it was resolved 
thet tor one year ali such could be reinstated by payment of 
the regular initiation fee of $ Mr. A.C St. Ciair, of the 
Chicago & Northwestern, was named the Orator for 1887, 
with Mr. John P. Coombs a ternat:. 

In the evening an entertainment was given to the dele- | 

ates, and on the following day they went on an excursion to 
Vashington. 














ELECTIONS AND APPOINTMENTS. 


Addison.—This company, whose road is operated by tle 
Central Vermont Co., bas elected P. W. Clement President : 
John A. Mead, Clerk and Treasurer. 


American Street Railway Association —At the annual 
convention in Cincinnati the following officers were chosen : 
President, Thomas W. Ackley, Philadelpma; First Vice- 
President, Albert G. Ciark, Cincinnati: Second Vice-Pre-1- 
dent, William H. Sinclair, Galveston, Tex.: Third Vice- 


President, Prentice W. Cummings, Cambridge. Mass. : 
Secretary and Treasurer, W. J. Richardson, Brooklyn. 
Y.; Executive Committee: Julius Walsn, St. Louis: 


Henry Hurt, Washington: C. 
A. Everett, 
York 
Atlantic & Pacific.—The following is dated Albuquerque, 
N. M., Oct 26: ** Mr. T. R. Gabel is hereby appointed Aci- 
ing General Superintendent, with headquarters at Albu 
querque. Appointment to take effect Nov, 1, 1886. 


Baltimore & Ohio,.—Mr. J. F. Legge is appointed General 
Agent at Washington, and for the Washington and Metro- 
politan Branches, to date from Nov. 1. 

Brotherhood of Locomotive Engineers.—The convention 
in New York last week elected officers for the ensuing year 
as follows : Grand Chief Engineer, P. M. Arthur, of Cleve- 
land; First Grand Engineer, T. &. Tugrahaim; Second Grand 
Evgineer, J. R. Sprague; First Grand Assistant Engineer, 
H. C. Hays: Seconda Grand Assistant Engineer, A. K. Cay- | 
ner; Third Grand Assistant En; gineer, John Hill. of Chica- | 
go; Grand Guard, J. C. Parker, of Aurora, [ll.; Grand 
Chaplain, Delos Everett. Tbe Chiefs term is for three 
years ; the other term: are for one year. 


Db. Wyman, New York: Di 
Cleveland: S. Ss. Spaulding, Butfalo, New 





Carthage & Adirondack.—The officers of this company 
are as follows: B. D. Benson, = lent, New York: 8. Q. 
Brown, Treasurer, New York; B. Benson, General Man 
ager, Carthage, N. Y.: B. C. iv illiams, Auditor, New York 
C. B_ Benson, General Manager, is at present in charge ot 
the General Ticket aud Passenger departments. Remittances 
for balances should be made to and drafts drawn on S. . 
Brown, Treasurer, New York. B.C. Williams, 12 Broad- | 
way, New York, is Purchasing Agent. 


Central Iowa —Mr, T. H. Simmons is appointed General 
Freight Agent. in place of Mr. H. L. Shute, who has gone to 
the Minneapolis, Sault Ste. Marie & Atlantic road. 


Central Massuchusetts.—At the annual meeting in Bos- 
ton, last week, the following were elected: President, Sauiuei 
N. Aldrich; directors, Elisha S. Converse, Charlies P. Dar 
ling, Wm. M. Gaylord, Lyman Hollingsworth, Henry F. 
Hills, Wm. T. Parker, Thomas H. Perkins, Moses W. Rich 
ardson, J. Edwin Smith, Charles E. Sweet, Henry Woods: 





| South Hanover, 


| 
lr 


THE RAILROAD GAZETTE. 


Lewis Reed was chosen in his | 
The officers chosen were: President, E. Y. Perry, | 
Mass.; Clerk, C. T. Phiilips, South Han- | 
.reasurer, Albert Culver, South Hanover, | 
Mass. ; directors, E, Y. Perry. E. Q. Sylvester, L. C. Water- 
man, A Culver, and Lewis Reed. 
HNinois Central.—Mr. E. T. H. Gibson has been chosen 


Secretary of this company, in place of Mr. William J. 
Mauriac, resigned. 


directors, resigoned, and Mr. 
place 


— r, Mass, ; 


Kanawha & Ohio.—At a meeting of the board held Oct. 
29, the following directors were chosen: President, Erwin 
Davis, New York; Vice-President, Nelson Robinson, New 
York; General Manager, Thomas R. Sharp, Charleston, W. 
Va.: Secretary and Treasurer, E. R. Leland, New York. 
General Manager Thomas R. Sharp issues the following: 
; Woe Wm. Bonner has been appointed Auditor, to whom all 

rents’ and conductors’ reports will be forwarded. Mr. J. 

Jeffords has been appointed Cashier, to whom all money 
wil be forwarded, Mr, 8. L. Southard bas resigned the 


| struction Co., 
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Savannah, Dublin & Western —Mr. George W. Van Fos- 
sen is General Manazer of the United States Railroad Con- 
which has taken the contract to build this 
road, 


Train Dispatchers’ Associa tion.—The Buffalo Division ot 
this Association has elected the folicwing ¢flicers : President, 
E. F. Knibloe, Erie, Buffalo; Vice-President, John B. Slocum 
Buffalo; Secretary aud Treasurer, E, D. Wells. Buffalo, 
Rochester & Pitt-burg, Buffalo: Executive Committee, J. W 
Lynahan, W. C. Bryant, J. S. Watson. The division will 
hold meetings every month. 


Union Pacific. —Mr. J. 8. Wilson has been appointed 
General Agent at Portland, Or.. in place of Mr. B. Campbell, 
who has gone to the Oregon Railway & Navigation Com 
pany. 


Venice, Marine d& Eastern.—The directors of this new 
company are: F. Koh!, Frank McCambridge. Venice, IIl. ; 
E. M, Eaton, Petr Fisher, Marine, [li.; Henry C. Gerke, 
Wm. H. Jones, Edwardsville, Hi.; Wm. Bosbyshell, St 





position of Auditor and Cashier, and bas been appointed 
Supervisor of Road between Corning and Middleport. includ- 
ing the Buckingham Branch, Mr. Pairo, Supervisor of 
Road, will retain charge of the line from Point Pleasant, O., 
to Charleston. Mr. O. T. Wilson, Supervisor of Bridges. 


Point Pleasant, O., to Charleston.” 


Kansas City, Indian Territory & Louvisiana.—The direc - 


tors of this new companv are: Joho N- Fullinwider, R. J. 
McIntyre, Benjamin M. Weeks, Elilorado, Kan.: Maivern M 
Porterfield, Kansas City. Mo.; Julius M. Turner, Columbus, 


Ind.: Robert Fullinwider, Crawfordsville, Indiana. 


Kausas, Colirado & Texas.—The directors cf this new 
company are: A. Bennett, A. Hoisington, W. S. Smith, 
of Garden Citv, Kan.; B. C. Berl Samuel P. Carr, C. R. 
Chipman, A. J. Devers. of Lakin, Kan.; M. _W. Welts, Val- 
paraiso. Kan.; 8. N. Wood, Strong City, Kan.: Seth Fur- 

s, Hugoton, Kansas, 


Keokuk & 


Western.—The officers of this company, suc” 
cessor to the . 


Missouri, Iowa & Nebraska, are: F. T 
Hughes, President and General Solicitor : F. M. Jessuy» 
lreasurer ; J. F. Howell, Secretary. Lt is not thought tha! 
there will be any change in the operating management of 
the road. 


Louisville, New Albany & Chicago.—The following circu- 
lar is issued by Vice-President and General Manager Jobn B. 
Carson, - dated Nov. 1: 

Mr. W. H. McDoel, General Freight Agent, is hereby 
app cal Traffic Manager. He wili have charge of both 
Freight and Passenger departments. Appoin ment te take 
effect this day.” 

The Traffic Manager, W. H. 
also. under date of Nov. 1: 

*Mr W.S. Baldwin having x resigned to accept a position 
with Pullman’s Palace Car Co., Mr. E. O. McCormick 
is hereby appointed Gene eral Fassenger Agent, apvoint- 


McDoel, issues the following 


ment to take effect this day.” 
} 


Vinneapolis & Pacific.—Mr. Charles T. Fox is appointed 


} Local Treasurer, with office at Minueapoiis, Minnesvuta, 


Minneapolis, Sault Ste. Marie d& At'autec.—Mr. John ( 


Taylor having accepted the position of General Passenger 
and Ticket Agent of the Minneapolis, Sault Ste. Marie & 
\tlantic and the Minneapolis & Pacific railroads, with head- 


quarters at Minneapolis, Mr, H. L. Shute is appointed Geu- 
eral Freight Agent of this company, with oftice at Minne- 
apolis, 


Mobile & Girard.—W. L. Clark, Superint sermons an- 
nounces that, commencing Sept. 1, 1886, all mileage reports 
tor car service over the Mobile & Girard would be ‘nade by 
Theo, Wells, Car Accountant Central Railroad & Banking 
Co., Macon, Ga., to whom reports for mileage of M. & G. 
cars should be sent, Remittances for balances from Sept. 1 
should be sent to E., McIntyre, Treasurer, Savannah, Ga., 
and drafts for balances should also be drawn on him All 
balances prior to Sept. 1 will be settled by J. M. Frazer, 
lreasurer M. & G. Co., Columbus, Georgia. 

New York, Luke Erie d&} Western.—Mr. Thomas M. De 
witt Las been appointed Superintendent of the Erie Express 
ror the New York, Penns ylvania & Ohio lines, with office in 
Cleveland, O., in place of J. F. Legge, resigned. 





Oregon Railway & Navigation Co.—Mr. Ben. Campbell 
is appoiuted General Freignt Agent, with office in Portland, 
Or. He was receitly on the Union Pacific. 


Parsons & Pacific.—The officers of this company are as 
follows: R.S. Stevens, President: H. D Mirick, Vice-Pres- 
ident; T. Penfield, Secretary and Manager: Lee Clark, Treas- 
urer: D. W.C. Perry, Chie Eugineer. The general offices 
are at Parsons. Kan. 


A. McLeod, As-istant 





Clerk and ‘Treasurer, George F. Seymour. 

Chicago Air Line.—The office of this new company is in 
Goshen, Ind; the officers are: President, Milton Me:cer: 
Vice-President. Wilbur L. Stonex: Secretary, W. R. Ellis: | 
Treasurer, W. Hawks. 

Cincinnati, Hamilton & Dayton.—Mr. W. H. Corry has | 
been appointed General Master Mechanic, in place of Mr. 
John Black, Sr., resigued. 


Columbus & Florida.—Mr. J. L. 
charge of the surveys of this road. 
Columbus, Georgia. 


Cowan is Engineer in|} 
His headquarters are in 


folunvbus & Rome.—At the annual meeting, Oct. 9, the 
Pst i officers were elected: President, John Peabody, 
Columbus, Ga. Directors, W. R. Brown, W. H. Brannon, 
W. L. Clark, Columbus, Ga.: A. F. Hill, Greeaville, Ga.; 5. 
J. Whiteside, Savannah, Ga. The toard elected W. L. 
Clark General Manager: J. M. Frazer, Secretary and 
Treasurer. 


Danbury & Norwalk.—At the annual meeting in Norwalk, 
Conn., Oct. 29, the tollowing directors were elected : St. 
John Lockwood, Charles H. Merritt. Charles L. Rockwell, 
William H. Baruum, David W. Piumer, Charles A. Potter, 
William B. Lockwood, Richard Henley, Eben Hill, J. H 
Perry, Stepnen H. Smith. The directors afterward chose 
the following officers : President, St. Jobn Lockwood: Secre- 
tary and Treasurer, H. Williams. 


Duluth, Red Wing & Southern.—The office is in Red Wing 
Minn.; the incorporators are Charles betcher, 8S. 2B. Foot, 
F. W. Hoyt, Peter Neison and F, B. Sheldon. 


Fitchburg.—General Superiaten fent John Adams has is- 
sued che following circular: ** Mr. Joun L-itu is appointed 
Car Accountant of this company, to tace effect Nov. 1, 
1886. Car tracers, j action reports, aad all co amunications 
couceruing movements of cars should be ad tresse | to bim 
Reports ot ali mileage earned aiter Oct. 81 inst. sbould be 
sent to C. 8. Antnony, Au litor, , and balances of same settled | 
with M. D. Benson, Treasurer.’ 


Hanover Branch,— 
over, Mass., Oct. 25, 


-At the annual meeting in South Han-' 
Mr. Richmond J. Lane, one of the 


Prailadeiphia & Reading.—My. A 
to the President, has Leen appoint -d 
wwer during the absence of Mr. John E 


Ratlvoad Conductors Life Insurance 


Acting (General Man- 
W ootten. 


Assoc a At 
| the corVveution in Baitinmore last week Mr. George F. Han- 
| ford, of the New York Central, was elected P na nt The 
other officers elected were as follows : First Vice-President. 
PhoisasS, Roche, Eastern Div ision Canadian Pacific: Second 
Vice- Presideut, B. F. bond, of Baltimore, Division Passen- 
ver Agent Baltimore & Ohio Daahrunih: Third Vice-President, 
V. W. Sweeney, Louisville & Nashville; Secretary, H. P 
Feltrow, now of Colum us, but for 21 years conductor on 
| Philade Ipnia, Wilmington & Baltimore Railrou@. This is 
tue fiith vear of his selection for the office. For Executive 
Co. mmittee, composed of tbree, one of Whom is elected each 


> 


year, R. J. Snively, of Columbus. 


Manager E. B. Thomas is dated Washington, Nov. 1: ** Ti- 

company bavi leased the raiiroad and property of the 
Washington, Ohio & Western Railroad Co., to take effect 

from this date, and tue transfer having been made, the road 
will hereatter be operated by this company as the Washing- 
ton & Obio Division. 

‘The general ¢fficers of this ccmyany, in their respective 
| departinents, will assume charge of the business of that 
} division, 

* The following division ofticers, with offices as noted, will, 
inder the direction of the respective heads of department;, 
take charge of their several branches of the service : Robt. 

Be ll, Superintendent, Aiexandria, Va. : J. S. B. Thompson, 
Assistant General Freight and Passenger Agent, Alexandria, 
Va. 

Instructions to agents and connections in regard to the 

Accounting Department witl be issued by the Comptroller.” 


Sle eping Car Co»ductors Mutual Aid Association.—At 
| the first annual convention in Chicago, Oct. 26, the following 
offi-ers were chosen for the ensuing year: President, W. B. 
. 0Z, Baltimore; Vivre-Presidents, P. C. Franklin, Chicago; 

B. . Living~ton, Cuicago; Secretary and Treasurer, S. W 
hi ley, Chicago; Directors, W. K. Tubman, Baltimore: J. D. 
Hag gers ston, Chicago: P. L. Andrews, New York; W. H. 
Crusey, Baltimore; and E. P. Vallentine, Chicago. 


| 
| 
| 
| 
| 
} 
| 
| Richmond & Danvil'e.—Tbe following order from General 
| 
| 
| 
} 








| 
| 
| 
} 
| 
ete. will retain ¢ ae of the bridges and buildings from | 
} 
. 
| 


Louis, 


Wallace & 
Wash. Ter. 
la 
C 


Northern.—The office is at Spokane Falls 
The ine — itors are D, C, Corbin, W. B. Wal 
ce, E. D. Carter, J. N. Glover, F. R. Moore and H. M. Me- 


artney 


Washiagton & Elberton,—Th* headquarters are in Elbet 
ton, _ : the corporators are C. E, Smith, Jobn M, Callan, 
Geo, E. Dillurd, B.S. Irvin, R T. DuBose, T. B. Green, F. 
H. Colle *y, James A. Benson, M. P. Reese, E.G. Birns, T, M 
Green, Heury J. Hil, D. B. Cude, F. B. Pope. W. N, Me 
| cier, Isaac G. Swilt, McAlpin Aruvold, W. C. Smith and E 
B. Tate. 


} 

West Alabama Short Line.—The incorporators of this new 
—— are: Robert Jemison. J A. Montgomery, Jaties 
E. Webb, Birmingham, Ala.; W. C. Jemison, Tuscalocsa, 
abama. 


| Western Maryland.—Mr. John M. Hood, President ani 
General Manager, has issued a general no ice. da*ed trom his 
office at Hillen Station, in Baitimore, Nov. 1, 1886, as fo lows 
* This company having assumed control this date oi th 
railway and property of the Baltimore & Harrisburg Rail 
road Co, by virtue of lease and by owversbip of stock, notic 
is hereby given that H. D. Scott wll be continued as Superit 
tendent of this division of the Western Maryland Railroad 
He will have a general supervision of the train and telegraph, 
machivery aud road departments, and will report to the Ger 
eral Manager. He wili, as far as practicable perform the 
duties prescribed for Trainmaster under res ulations of t) 
company. Where any of the above depirtments have sepa 
rate beads, such officers wiil report to and receive their im 
structions from the Superintendent. Agents, conductors and 
others making collections will remit to John S. Harden, 
Treasurer, Hillen Station. and make such reports to J. D 
Whittington, Auditor and General Ticket Agent, Hillen Sta 
tion, asmay be required by him. The duties of the General 
Freight and Passenger Agent. B. H. Griswold, will be ex 
| tended to cover this division, aud Joseph Leib will perform 
| the duties of Division Freight and Passenger Agent. report 
Agent. His offic 














| ing to the General Freight ard Passenger 
| will be at Hanover. All other employés will perform the 


". | duties of their respective positions as prescribed by the book 


of rules of this company, copies of which will be supplied to 
those requiring them.’ 


West Virgini 1—Mr, A. G. Hatry, of Pittsburgh, Pa., is 
President of this company. Mr. Jonathan Barrett is Chief 
Engineer. 


Wiehita Falls d& Winfield. —The office isin Wichita Fall 
Tex. ; the directors are Isaac Jalonick, J. S. % tyfield, R. E 
Huff, W. A. McCutsheon, John G, Ja ues, C. P. Green, © 
T. Knott, J. A. Kemp and J. A. Foreman. 


Wisconsin Central.—Mr. George T. Huey has been ap 
pointed General Northwestern Freight Agent, with head 
quarters at Minneapolis, Minn. M+. Elmer Overpeck, for 
merly with the Merchent’ Dispatch, has been appointed Con 
tracting Freigbt Agent of the road. 





| PERSONAL, 


—Mr. B. S. Fiteh has resigned his position as General 
Freight po of the Chesapeake & Ohio Railroad. 


—Mr. John E. Wootten, General Manager of the Philade! 
phia & Reading Railroad, has been given leave of absence 
} until Jan. 1 next. 


—Mr. Richard P. Martin, 
necticut Western Co., 
to Miss Edith E. 


—Mr. C. A. Lawton Fas resigned Lis position as Agent fol 
the West Shore Line in St. Louis, and has engaged in thi 
manufacture of babbitt and other metals in St. Louis. 

Mr. Patrick Henry Walker, a well-known citizen of 
Baltimore, and a state director of the Ka-timore & Ohio { 
died at his residence at Pikesville, Md., Oct. 
years. 





Auditor of the Hartford & Con 
was married in New York last week 
Oakley, of that city. 


27, aged 53 


Mr. J. H Holway, ior a number of years Purchasing 
Agent of the New York, Penusylvania & Ohio read, has 1 
signed his position to accept a position on the Colorado Mid 
lana road, 

—Mr H. H. Mitchell, for some time past Assistant General 
Freight and Passenger Agent of the Mi higun & Ohio road, 
has resigned to accept a position on the Duluth, South Shore 
& Atlantic road. 


—Mr. 


Thomas Fielden, who recently resigned his position 
as Division Master Mechanic of the Texas & Pacific read at 
Big Springs, Tex.. has been presinted with a valuable gold 
watch by the employés on bis division. 


—Mr. Jaines H. Leighton. for some time past Supe rintend- 
ent of the works of the Jackson & Sharp Car Co, in Wil 
mington, Del., resigned Nov. 1, to accent a position with the 

gak 1 Car Heater Co. of New York, manufacturers of the 
pew Baker beater for cars 

—Mr. Jeobn Black, Sr. has resigned bis position as Gen ral 
Master Mechanic of the Cincinnati, Hamilton & Dayton 
road, and will retire from active business. Mr. Black was 
been with the road over twenty vears, having been ap- 
pointed Master Mechanic of the Dayton & Michigan Divis- 
ion ip 1865, and made General Master Mechanic four years 
ago. 


—Major Joseph G. Pangburn bas resigned his position 2s 
Assistant General Passen er Agent of the Baltimore & Obie 
Railroed to date f1¢m Oct 31. He las heen with the Baltl- 
more & Obio for wany years and bas been known as a very 
active and ¢flicient «flicer. He has resigned to take charee 
ot the advertising busimess of the Charies J. Vogeler Co., 0! 
3altimore. 


—Mr. John R. Balch died at his residence in Provicen e. 
R. I., Oct. 26, aged 76 years, He entered the service of the 








the 


I 


ier. He bad held that office contit:uously ever since, being deemed advisable to have the action of this meeting ratified 
hly esteemed by tie officers of the company. It is said by tbe Passenger Jepartinent of the Central Traffic Associa- 
it, although counected tor more than 40 years with the tion, aud cn motion it was resolved that a general mevting be | 
ovidence & Worcester Railroad, Mr. Balch never was in called, to Le beid at the Burnet House, Cincinnati. Nov. 3. 
of its cars. A call was accordingly issued by the Assistant Commissiorer. 
It iv announced that Col. Frank K. Hain has been offered Southwestern Passenger Association, 
pos tion of General Manager of the Philadelphia & Read- | In Chicago, Oct. 28, the general smeneers and general pas- 
he noegsay coat gsi he Sa Slate: Amado senger agents ol the roads between Chicago, St. Louis and 
New York. Col. Hein becan wor k as an apprentice in the Scuthwestery Missouri River points to-day periected the new 
\ding repair shops; be served Curing the war in the Navy, agreement for pooling the southwestern passenger traffic. 
} oan aft 1 we hee oa several years ¢ ie cte d with the Neat Erimted —. Se ee lea typ ements. . es 
n Locomotive Works. and was fora time Suaperintend nt atter makivg some minor corrections it was sizved by the 
+ beg ~ ; ete ata ; general managers of the various roads. The St. Louis & San 
- tice a Rs = , _ A ys & Erie oo of = Francisco Railway was represented by its General Passenger 
B bere Wor pen ohee his since one Gea Superint a Agent. Mr. Wishart, A strong ¢ ffort was made to induce 
it of Motive Power cf the Erie road. Jn 1876 he left that the company to jale the por. Mr. - shart, nego - 
ul to bec« me Gener al super in. tendent of the Keokuk & | ee ee ne ae ee - 
les Moines, ane remaine arge of f 2 until 188 tt tial — . sie ss lines , . 
hen weep he ae Ae sg ily By gy ted poul. sS 11 ~ster Railw: A ssociati 
en very successful on the E’evated roads, where he tad to], nance a pinaditomptcies — —— Seen chee 
ryanize and conduct a work in many respects entirely new |The general managers of the lines in the Southwestern 
railroad men. ; ; Railway Association held a meeting in Commissioner Midg- 
= ley’s office in Chicago, Oct. 28 ana 29, and made some prog- 
i a ress towards putting the Southwestern freigkt pool in a 
TRAFFIC AND EARNINCS., better condition. In a statement made by Commissioner 
Midgley, he showed that the gross earnings of the lines in the 
Railroad Karnings. Association during the 10 years of itsexistence bad amounted 
irnings of railroad lines for various periods are reported as ; to not less than $52,060,000, anu that the total differences be- 
lows tween the lines in settlement of balances amounted to only 
Tie aomtha ta aiek tes $461.295, or 0.56 per cent. of the total earnings. ‘his 
IASO. 1X85 Inc. or Dec, P. «, | S20wed how closely the earnings of the lines approximated 
hi.. Mil. & St. P.$2°0.000.876 I $762,2x1 9.9,the percentages that were allowed to them. Had the 
we. & Nov ‘ I. 768.716 49] accounts of the Hanmbal & St. Joseph road teen merged 
1 &R.G I. 408.618 (8 1] with these of the Burlington read. as they are now, the dif- 
rt Se W I. 812,970 7.9) ferences would kave been reduced to $331,515, or to 0.44 
- = eee | 354 Gs nid po ae per cent. of the totalearnings. These earnings, based on the 
P.& Daluth. 1.249.559 1094 on F 134.743 14,1 | total tonnage, showed that the rate per top was not quite 15 
Winn seins ta ak cents, or about 6.09 cent per LOO pounds. Prior to Jan. 1, 
Meh. T.& 8. FB 102.67 $11.0°R.534 TL $1414 0,1 | 1888, the pool had its Chicago, its St. Louis, and its Hanm- 
Net par io‘s.... 3,107 680 > 035.645. 1. 4| bal Divisions. Since then these have been merged into one. 
s. & Onio 05 Bs 9454.9 3 1. »| From Jan. 1, 1883, to Oct. 1, 1885, during which time each 
Nt earnings OIG 15 GSR 504 T, 1 | jine bad its fixed percentage, the differences were {224.9C9. 
O. & S. W 1,029 LAOX.91% I. 0) or atatate of 28 cents per ton carried, or 1.4 cents per 
ies ge 6 ‘ a = : “1100 pounds, The actual ear: ings on this busivess were 
cal onehinge py 17-4602 L 44 66 per ton during that period. : 
and Rap & 1 1. 1.40 ...43 L After this statement haa been made, the meeting de- 
Sel earnings 408.144 I. voted its attention to the difficulties affecting the situa- 
em. & Charles SUG, 159 I. tion at present, and a number of suggestions were made auc 
Net e rnings BY 1 5580 | taken up, the principal subject being the nature of the new 
Mexican Central. 269) 769 2,6 0.490 I. business to be incluaed in the pool and its treatment. It wa: 
iv dee ek Pere # Moe . agreed that no settlement of the percentage question cou!d be 
abc mchieeg 3639 C94 927% D. made until these subjects could he disposed ot. Next came a 
folk & West ‘077 L- consideration of the Kansas freight rate war, which has +o 
Net earnings 4: I long offenced the lines this side of the Missouri River. The 
rthern Vacifie U2.6~5 I. question was, What business destined to and from points 
Net eer iigs ERED T. west of the Missouri River should be pooled. between what 
Rad oe me Hee 1) 4 r 6 lines, and how. and then call in the Santa Fe road, the Frisco 
tee Bon itue S189 - g | Line, and the Fort Scott & Gulf road. It was, therefore, 
Net carvings... 144 3 ; | agreed that when an adjournment was bad. it be until Nov. 
Jo. & Gd. L a8) 428 J 5] 3, at St. Louis, when a settlement of the Katisas rate war 
vet exrnings 453 24384 I 6 | would be attempted by calling all the interested Jines into the 
Vest Jersey 1.077, 39 1.0 8.06L 1. * | meeting. It was absuiu ely necessary .bat this matter should 
Yet arning 418.847 393,895 1. 531] first be disposed of. 
Eight mouths to Avg 3 The troubies in the lumber pool and the difficulties caused 
boom K Teou, BURN eee nee eee by having two sets of differ eutials in force nextcame up, and 
rehasihis it was decided as essertial co the success of the pool that uni- 
Vouth of ‘ucust ¢ aa es road a i, form differentials be first agreed upon. It was announced 
i pry on din’ 961 ~~ a4 _ he RX. aiso that the Wisconsin Central and the Chicago, Burlington 
ess Shias ps nee : ‘ “<= ” “1 & Northern roads had specified their intenticn of coming into 
a T&S e- [GR 246 1.385585 1. gS8uG6l 58 the pool, an evidence that the situation had comptetety 
th eae OR GI es O06 T 40."5 6.2) Changed. ‘Lhe lines being unable to do anything at present, 
h & Ohio BRN. 92 309.097 1. 7995 2: > | it Was agreed that a general lumber meetic.g, at which ail 
ning 140 O16 I 597 147] interested Imes shall attend, be beld in Chicago during the 
Ches,O. &$. w LG) 9455 L. 15.8 | second week in November, for the completion of anew lum- 
et earnings LO Sz I. 32.6] ber pool. At this meeting, all lines leading to the Misscuri 
a Le ~e B.S. pan - 7 iver are to be represented. An adjournment was then had. 
ra - Southern Railway & Steamship Association. 
3.709 I. The Kate Committee held a meeting at Atlanta, Ga., last 
12 usd . week. The work done was chiefly of a routine character. 
. Southern Passenger Committee. 
D A meeting wes held in Atlanta, Ga., last week, the work 
I done being a g neral adjustment of rates, and the adoption 
I of winter excursion rates and forms of tickets. A committee 
} I was appointed to meet the committee representing the Chi- 
Raper A ant ge 9 ; 7 | cago-Obio River Pool, to settle disputed questions. 
‘nn Aether eo 4 eo San Francisco Passenger €( ommissions. 
la & Reuding.. © $Ou3a7 46| At a meeting held in San Francisco last week, the local 
Neb earnings 1305.0", 1 1.7 | agents of the trunk ard transcontinental railroads unan- 
Jo. & bd I D. 3°] mously adopted an agreement which provides for a discon- 
vet earning t BD. 273) tinuance of ail conimissions on the part of all the roads. 
Si ™ ae in pe : 18° 3335 ons except the iowa lines. which are allowed to retam $1 com- 
Png niet: bis ~~ | mission on each first-class passenger. It also provides tbat 
Mo = “¢ = aero te $>89°.473 D. 392.473 3.2 each road shall retain its own office, and that the Canadian 
&N.W.. 2 ns 1 800 2 866 6U0 1 os: os ae nae and Pacific Mail shall not be recognized as competing 
.G 2.2 ; ines. ; 
tT "S &W. 51: t Indianapolis Car Movement. 
tren acifl-.. 1 ani. 44 “ 9 : D. The Indiarapolis weekly dispatch says : ‘* The train records 
mg = Ay : or ae = Heo 93 show that 296 more loaded cars were received and fc rwarded 
< Pie ihiacs ; i : “| at Indianapolis in the week ending Oct. 30 than in the pre 
e.V.E + ce OM $11 804 I =5.1 | ceding week. and 2.617 more loaded cars than in the corres- 
( © alon 19:527 1 79 ponding week in 1885, and but for the car famine the move- 
( & East. I 43762 I v3} ment would have been even larger. Eastware there was an 
“.P,M.&O 148.100 D. 10.4 | Increased movement of grain and a heavy movement of jum- 
Ten.. Va. & G 83 14.45 1. 14- | ber. Theshipments of live stock were lighter than in the 
is Central 289,10 267 G22 IT *.0| week ending Oct. 23. Westward the tonnage continues 
— . ee: ai a per = ma : “ns heavy, an¢ north and south roads continue to do a good busi- 
roritaaak 28"70)9 os 4s I 4] hess of a miscel'aneous character, Shipments of provisions 
: ; . and grain southward are not so heavy as the corresponding | 
wv a pane a ose a en peat persone period last year. Wits the improvement in business in the 
Loject to correction by later statements, 2 S e remark 
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plies to carly statements of monthly earnings. 
OChicage-Ohio River Pool. 
the Chicago-Ohio River 
pool Lues met in Chicago, Oct. 27, and passed a resolution 
! oie iv all rates throughout the poot territory to regular 
also agreeing tuat the Commissioner should be author- 
1 - edeem at tariff rates any tickets, either of their own 
uutside roads, round in scalpers’ offices. The restoration 
to go into effect at once. 


the general passenger agents of 


Central Traffic Association. 


\t a meeting of the repre entatives of the Chicago, St. Louis, 
Ciucinnati, Indianapolis and Louisville east-bound lines, held 
t tae Burnet House, Cincinnati, Oct. 29. for the purpose of 
the restoration of east-bound rates, in accorcance with the 


lution of the general managers, adopted Oct. 21, resolu- 
tions were unaa mously adopted, subject to the approval of 
ab-ent members, providing ‘or tbe restoration of east-bound 
es from St, Louis, and discontinuing the payment of com- 
“ast-bound business to other than regular ticket 
Chicago, St. Louis, Cincinnati, Indianapolis and 


MISSLONS CN ¢ 





‘nts at 


Louisville, 
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As some important lines were not represented, it was 





cear-works in the northern states shipments of southern pine 
northward have largely increased. Local traffic is at its 
best, oats, new corn, “coal and hive-stock forming important 
features of the freight bandled.” 


Cotton. 


Cotton movement for the two months of the crop year from 
Sept. 1 to Oct. 29 is reported by the Commercial and Finan- 
ciul Cnronicle as follows, in bales : 





A “onsic te cai part of the shipments from interior marke's 
reappears in the seaport receipts, Exports include shipments 
to foreign countries only, and not thuse to other domestic 
vorts. 

The Chronicle says: ‘‘ In the table below we give the re- 
ceipts fr.m ;lintations, and add to them the net overland 
movement to Oct. 1, and also the takings by southern spin- 





interior markets : L886, L885. Ine. orDec. Pe 
Keceipts........ 9 8£04 919,297 IL. 9,607 . 
Siupments..... . 747.967 728840 TL. 19127 26 
Steck. Oct. 29.. 228,997 206.307 I. 22.690 11.0] 

Seuports : | 
errr re 1,343,801 1,358 4°35 D R22 
MD ocndansavaise ehnasnes 684, 16 670.754 I 20 
Stock, Oct, 6 23° 135 590,227 =I. 4.6 


765 


ners to the same date, so as to give substantially the amount 
cf cotton now In sight: 
1886. 1885. 1&84 1883. 
Receipts at the ports to 
Oct 9 1.343.801 1.388.453 1,435,830 1,465,907 
| Iuterior stuc ksov Oct 29 
in+ xcess of Sept. 1 180.937 190,457 138.843 227.578 
Total rece'pts from 
plantations 1.524 738 1.578.910 1.574.672 1,693,485 
Net ov: rland to Oct, 1 19.635 22,910 12,391 19.235 
S uthern consumpti.n 
to Oct. 1.. Sie 32.000 29,000 28 000 40,000 


Total ino sight Oct..9. 1.E 576. a8 | 7. 630,8: 0 1. 615 5. 64 1.742.720 


tak- 


Northern spinners’ 
ipgsto Oct. * rs "94,151 265.642 223 968 317,000 
* It will be seen by the above that the decrease in amount 
in sight Oct. 29, as com) ared with Jast year, is 54.447 bales, 
the decrease as ¢ ompare d with 1884 is 38,691 bales and the 
decreare from 1883 is 166,347 bales.” 


| Trunk Lines Executive Committee. 
A ineeting was held in New York, Nov. 3, 
sioner Blanchard, of the Central Traffic Association, was also 
present. The Committee passed resolutions to work im bar- 
mony with the Central Association, and more particularly in 
relation to the restoration and maintenance of rates, and to 
take all steps pessible at this end of the line to sustain the 
resolutions on this subject adopted at the recent meetings at 
Chicago. 


at which Commis- 


Coal, 


Coal tonnaces for the week 


follows 


ending Oct. 23 are reported a 


TREG IRB. Inc or Dec. P.c 
Arthracite 786.132 D 9748 12 
astern bitue inous 208.776 I. 23.770 9.7 
Coke 72,9.,7 ] 18 806 34.7 





The anthracite market is reported good, with a demand 
for all sizes. An increase in Western shipments is repo ted 
by all the companies. 

Pennsylvania Railroad coal tonnage for 
Oct. 25 was: 


the week ending 








Coal Coke. Lay 1TRR5. 
Line of road 15°.766 72 ZR * 8.054 198 752 
From ovher lines C9 115 669 69 784 97.417 
Total - ‘ 24.88] a2 957 297 8 8 26.169 
Year to Oct. 23. 9.287.429 2.770.524 12.047,143 11,119,220 
Incr ase for the weck, 1.669 tens, or 0.5 per cent.; in- 
crease for the year, 938,523 tons, or 8.4 per cent. 


Cumberland ccal shij ments for the week ending Oct. 23 
67,282 tons, 


were Total to Oct. 23 this year, 1,967.267; 
last year, 2,245,459; decrease, 276,192 tons, or 12.3 per 
cent, 


Actuil tonnvze prssing over the Hintingdon & Broad Top 
Mountain road for the ten months to Oct. 30 was : 





_, LRRG. 1885. Inc. or Dec. P.c. 

Proad Top coal 133.562 T. 190.522 135.0 
Cumberiand cval.. asl D. 148,045 28.6 
Total 517.076 I. 32,277 6.2 





The Broad Top « al i is mined on the line; the Cumberland 
is carried through to Huntingdon for the Pennsylvania Rail- 
road, 

Chicago Shipments Fastward. 
The Board of Trade reports east-bound shipments from Chi- 





cago for the week ending Oct, 30 as follows, in tons : 

Tons. c Tons. P.c. 
Chi & Gd, Trunk 37 11% | Pitts... Ft.W &C.. 6.415 139 
Vieh. ¢ entral 14.7 Chi. st. L. & Prtts..9,452 20.2 
Lake Shore rere f 167 | Balt. & Ohio . 2129 46 
».Y.. Chi & St L..4. 94 10.710. Ind ,St L. & C..3,704 79 


The statement includes local as well as through shipments. 
The total for the week was 46.688 tons, 
Shipments for six weeks past by these reports have been 
in tons: 
a —-Werk ending ed 
Oct. 16. Oc, 2?. 


’ 


Sept. 25. Ot. 2 Oct. 0 Oct. 30. 
36 025 36.122 435 550 41.347 45 820 46,688 
Shipments by the Chicago & Atlantic road are not in- 


cluded above 

Lake Superior Tron Ore. 
Shipments of iron ore from the Lake Superior 
the opening of navigation up to Oct. 
Marquette 


region from 
27 are reported by the 
Vining Journal as follows : 


18-6, 


1885 Ine or De Cc P.c 
( 








Maiq ette Dis... L’ Anse 20.0°7 D 20,0 

Mar D‘s., Ma cu: tte 69 498 I. RS 

Mar. Dis., St. lgvace : I IRS53 

Mar, Dis.. Escanaba I 89 503 18.8 

te no Dis , Escanaba.. I 14°,095 20.8 
Gegebi- Dis., Ashland. fF I 566.844 666.9 

Ver, Dis., Two Harbors. 79,941 ] 71.22 34.1 
Total 3.121 ¢68 2,2 I 919.026 418 





The total shipments frcm the Marquette District this year 
were 1,413,087 tons. The total shipments from the port of 
E-canaba were 1,340,020 tons. L’Anse is not a sbipping 
port this year. 

Pig-ir, n shipments this year bave been : 


Marquette, 
St. Ignace, 12,452; total, 19,637 tons. 


7.185: 
Buffalo Grain Traffic. 

Receipts of flour and grain by lake at Buffalo from the 

opening of navigation to Oct. 3L have been as follows for 


four vears past. flour in barrels and grain in bushels, flour 
being reduced to grain in the totals : 

1886 ISS5 1884. 1883, 
Four... 3,607,726 2174318 294,781 1.78% 163 


Grain ...e. 63,856,0°8 43.797 668 48,518 855 59,093 669 











bushels 8 288 54 669,668 





Total, 58,989,740 68.009.484 
The total increase this year over last was 27,575,620 
bushels, or 50.4 per cent. As in all the statements of this 


| Seascn, 
| 


the large increase in flour receipts is notable. 
Shipments eastward of grain received by lake for the same 
period were ™m bushels : 








1S86 1885. 1884, 1883. 
Ry canal......... 41 581.831 28. 07644 33.785 368 39,210.012 
By rail. . .. 17.398.543 9.50469) § 486,650 13.4 
Total...... ... 58,780,274 37 812 30 4 43,272,018 52,649.564 
Per cent. by rail 29 6 a1 41.9 2u.5 
The canal opened May 1 this year ; May 11 last year 
May 7 in 188itand May 7 in 1883. The railroads took a 


larger proportion of the shipments this year than in any 
year since 1882. 

A New Uniform Bil! ot Lading. 
The Middle & western States Association has adopted a new 
form tora uniform bill of lading, which all lines in the As- 


sociation are expected to adopt on Jan. 1 next. The form is 
as follows: 

Spain Station 188 
ROR RRR TLRS SEEGER IE TER ATE LNG: 
TRS oicirccne ken Sidenaedewed) Omssvmenk wn ery, ©. ompany, 
in apparent good order, except as “noted, the packages de- 
scrib d below (‘ontents and value unknown) marked and 


consigned as indicated, which said company agrees to trans 
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port, with as reasonable dispatch as its general business will 
permit, to destination, if on its road or vtherwise to the place 
on its road where same 1s to be delivered to any connecting 
carrier, and there deliver to the consignee or such connecting 
carrier, upon the following terms and conditions, which are 
hereby agreed to by the shipper, and by him accepted as just 
and reasonabie, and which are for the benefit of every carrier 
over whose line said goods are transported : 

1. Neither this company nor any other carrier receiving 
said property to carry on its route to destination, is bound to 
‘arry the same by any particular train or in time for any 
particular market, and any carrier in forwarding said 
property from the point where it leaves its line is to be held 
as a forwarder only. 

2. Neither this company nor any such other carrier shall 
be liable for any loss of or damage to said property by 
dangers or accidents incident to railroad transportation, or 
by fires or floods while at depots, stations, yards, landings, 
warehouses or in transit. And said property is to be carried 
at owner’s risk of leakage, breakage, chafing loss in weight 
or loss or damage caused bv changes in weather, or by heat, 
frost, wet or decay, and if any portion of its route to desti- 
natiou is by water, of all dangers incident to navigation. 

3. Responsibility of any carrier shall cease as soon as said 
property is ready for delivery to next carrier or consignee, 
and each carrier shall be liable only for Joss or damage oc- 
curring on its own line ; and in case of loss of or damage to 
such property for which any carrier shall be responsible, its 
value or cost at time and place of shipment shall govern set- 
tlement therefore, unless a value has been agreed upon with 
shipper, or is determined by the classification upon which the 
rate is based, in which case the value so fixed by agreement 
or Classification shali govern. And any carrier liable on ac- 
count of loss of or damage to such property shall have the 
benefit of any insurance effected thereon by cr on account of 
the owner or consignee thereof. 

4. Such property shall be subject to necessary cooperage 
and baling at owner's cost. And if the owner or consignee 
is to unload said property the delivering carrier may make a 
reasonable charge per day for the detention of any car after 
the same has been held 24 hours for unloading, and 
may add such charge to the freight due and hold said prop- 
erty subject to a Jien therefor. 

5. Grain in bulk consigned toa point where there is an 
elevator may (unless otherwise expressly noted herein, and 
then if itis not promptly unloaded) be there delivered and 
mixed with other grain of the same kind and grade, without 
respect to ownership, and if so delivered shall be subject to 
elevator charges in addition to the charges for transporta- 
tion. 

6. Any carrier over whose route cotton is to be transported 
vereunder shall have the privilege, at its own cost, of com- 
pressing the same for greater convenience in handling aud 
forwarding, and shall not be held responsible for uvavoida- 
ble delays in procuring such compression. 

7. Property to be delivered at any switch or flag station 
where the carrier has no agent shall be at the owner's risk 
from the time it is ready for delivery. 

8. No carrier hereunder shall be liable on account of the 
wrong carriage or delivery of property marked with initials 
or by numbers only, or otherwise incorrectly or illegibly 
marked. 

9. Owner or consignee shall pay at the rate below stated 
freight charges before delivery and according to weights as 
ascertained by either carrier. 

10. Any claim for total loss of property received hereunder 
shall be presented, together with this contract, within ten 
days from date hereof, and any claim for partial loss of any 
such property or damage thereto shall be presented within 
twenty-fours after delivery of said property to consignee, 
and the omission to so present such claim, either for loss or 
damage, shall be a waiver thereof, and no action shall be 
brought agamst any carrier for any alleged hability here- 
under after one year from the daie thereof. 

This 
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company guarantees the through rate of freight 
named below : 
Rate oo EO Per. 
Weight, sub- 
MARKS AND CONSIGNER. ARTICLES. jject to correc- 
|tion. 


Traffic Notes. 
The express war continues, and express rates bave been re- 
duced gradually from $2.50 to 75 cents per 100 Ibs. from 
New York to Chicago. It is thought that the latest cut will 
force a settlement. 

The Pacific Mail Steamship Co. and the Panama Railroad 
Co, have appointed a joint committee to settle their differ- 
ences and also to consider the general situation of transcon 
tinental business. 


fowa Railroad Law. 

In Des Moines, fa., Oct. 25. the Lowa Supreme Court 
began the hearing of arguments on the so-called Sweeney 
law, which reiates to corporations of other states doing busi- 
ness in Lowa. Counsel for the corporations asked for a con- 
tinuance till the December term on the ground that the 
printel argument of the attorneys for the state raises points 
of law and fact which they are not prepared to discuss. The 
Attorney General signified his readiness to proceed, but as- 
sented to the continuance, so the oral arguments will be 
heard on Thursday, Dec. 9. Following is a synopsis of the 
points and authorities of the printed arguments : 

The railroad companies, on behalf of the defendants, claim 
that the law is in violation of the Constitution of the United 
States. L. In that it impairs the obligation of the contract 
between the railroad company and the state; that under the 
law as it existed when these foreign railroad companies leased 


THE RAILROAD GAZETTE. 


The Attorney General, in his argument claims: 1. That 
the law is a valid exercise of the police power of the state. 
That the state, except as limited by the United States Con- 
stitution. possesses all the powers of the most absolute gov- 
ernment in the world. 

2. That there is no contract between the state aud the rafil- 
road companies. That there never has been any law in Iowa 
giving authority to a foreign corporation to purchase or lease 
an Iowa railroad. That section 1275 of the code relied on 
by the railroad companies only authorizes a consolidation 
and that if consolidated then the railroad company, as to that 
part of the road in lowa, remains an Iowa corporation, and 
could not in any event remove cases against it wherem citi- 
zens of Iowa were parties to the United States courts. 

He claims that section 1,300 of the code, which is also re- 
lied on by the railroad companies, only applies to lowa cor- 
porations having lines of railroad connecting within the state, 
and has no reference at all to foreign countries. That in the 
absence of any law authorizing any such sale or lease, the rail- 
road company is in the state simply by comity, and may be 
probibited from further right to do business therein at the 
pleasure of the state, or subjected to such conditions as the 
Legislature may see fit to impose, not inconsistent with the 
Constitution of the United States. That there is no element 
of contract in the case. He further contends that even if the 
laws referred to did authorize the sale or lease, still it was a 
simple license, and that as such is revocable at the pleasure of 
the state. That in no event was there any contract on part of 
the state. That under the law as it existed prior to the lease 
or sale to these foreign corporations the state had the reserved 
right to alter or amend the charters of the home companies 
at will, and that the lessee or grantee can take no greater 
right than was possessed by the grantor, and so takes the 
preperty subject to’this reserved right of control. 

He contends that there is no element of commercial inter- 
ference at all, and relies upon the last quoted cases and many 
other cases familiar to the profession. He went on at length 
to draw a distinction between commerce as transacted upon 
the waters bordering on the states and inland rivers on the 
ove hand and commerce as transacted on artificial highways 
constructed under the authority of the various states upon 
the other, and showed wherein the Supreme Court of the 
United States had made this distinction. He cited from nu- 
merous authorities toshow that the fourteenth amendment 
to the Constitution of the United States does net apply to 
corporations as citizens, and that inasmuch as the state has 
the absolute right to dictate the terms on which foreign cor- 
porations may do business within its jurisdiction no provis- 
ion of the Constitution was violated by the Legislature in 
this case, 








OLD AND NEW ROADS 

Allegheny Valley.—In the United States Circuit Court 
in Pittsburgh, Oct. 29, George R. Hill and others, holders of 
income bonds, filed a petition asking for the removal 
of Mr. John Scott, one of the receivers of this road. The 
petition sets forth that Scott is adverse to the interests of 
complainants, and also that he is physically incapable of at- 
tending to the duties of the position. The Court Nov. 13 
for a hearing of the petition. 


set 


Arizona.—Track on this road is reported laid from Tuc- 
son, Ari., on the Southern Pacific road, northward 15 miles, 
and work is still progressing. It is a narrow-gauge line. 


Atchison, Topeka & Santa Fe.—The statement for 
September and the nine months to Sept. 30 is as follows : 





- September.-— — Nine months. 
1886. 85. 1886. 885 
Miles worked. 2.396 2417 
Earnings 585 $11,052 








875 
Expenses 20 595 





$750,056 

For the nine months the gross earnings increased $14,141, 
or 0.1 per cent., and the expenses decreased $55,204, or 0.9 
per cent., the result being a gain of #69,435, 1.4 per 
cent., in the net earnings. 


Net earn 





$5,105,080 


or 


Atlanta & Hawkinsville.—Surveys have been begun 
for this projected line from Atlanta, Ga., southeast to Haw- 
kinsviile. ‘The object of the road is to give Atlanta a new 
connection with some point where it can secure water con- 
nection with the coast. 


Atlantic & Pacific.—A circular of the St. Louis & San 
Francisco Railway directors to their stockholders requests 
their assent to the guarantee by that company of the interest 
on the bonds of the Atlantic & Pacific, as follows : 

** The agreement made under date of Oct. 5, 1886, between 
the Atlantic & Pacific, the Atchison and the St. Louis and 
San Francisco companies has been authorized by the directors 
of the three companies. This agreement proposes that the 
Atlantic & Pacific Co. shall issue its 4 per cent. 50-year 
bonds to be used in exchange, bond for bond, for its present 
6 per cent. bonds, the principal and interest of such new 4 
per cent. bonds to be guaranteed by indorsement by the 
Atchison and the San Francisco companies sereral/y, but not 
jointly, one-half by each. The6 per cent. bonds will be de 
posited as received with the Mercantile Trust Co., of New 
York, Trustee, to be held by it as security for the payment 
of the principal and interest of the guaranteed 4 per cent. 
bonds.” 


Augusta & Chattanooga.—A contract for grading 
this road from Augusta, Ga.. west by north to Gainesville, 
about 130 miles, has been let to W. B. Lowe & Co., of At- 
lanta, Ga., who are to begin work at once. It is stated that 
the contracts for the grading from Gainesville to Chattanooga 
will be let at an early date. The whole length of the line 
from Augusta to Chattanooga, Tenn., will be about 200 
miles. 


Baltimore & Harrisburg.—At a meeting held in Bal- 
timore last week an agreement for the lease of this road to 
the Western Maryland Co. was finally completed, the con- 
tract entered into in July last being then finally ratified. The 
Baltimore & Harrisburg Co., as already noted, is formed by 





and subsequently purchased the imes of Iowa railways there 
was no such burden, and the foreign corporation had the 
right to remove cases against them to the United States | 
courts; that the laws of the state at that time provided for | 
such lease and sale on part of the domestic corporation to 

foreign corporations having connecting railroads, and that 

the law as then in force entered into and became a part of | 
the contract of lease or purchase, that to now impose this | 
additional burden is an impairment of the obligation of such | 
contract. | 

2. That the law is in further violation of tne Constitution | 
of the United States in that it amounts toa regulation of 
commerce among the several states. In other words, it is a 
regulation of interstate commerce. 

3. That it is repugnant tothe fourteenth amendment to the 
Constitution of the United States. 

4, That it is unconstitutional in that it is an attempt to in- 
terfere with the jurisdiction of the Federal courts as estab 
lished by the Constitution of the United States and the laws 
of Congress, 


the consolidation of the Hanover Junction, Hanover & Get- 
tysburg, the Bachman Valley and the Baltimore & Hanover 
companies, including about 67 miles of railroad in all, ex- 
tending from a junction with the Western Maryland to Han- 
over and Gettysburg, Pa., with several short branches. The 
agreement for the consolidation and transfer of these roads 
provided that 90 per cent. of the stock, which was held by the 
local owners, should be purchased at 200. The total amount of 
the stock being 116,875, the amount required for the pur- 
chase was $233,750. As the Western Maryland Co, had no 
money available for this purchase, it was agreed that the con- 
solidated Baltimore & Harrisburg Co. shou!d execute a mort- 
ge to cover an issue of $690,000 in 5 per cent. bonds, of 
| which $415,000 are to be retained by the trustees to take up 
| the bonds of the several lines composing the new company, 
| and the remaining $275,000 were to be sold for the purpose 
| of providing funds for the purchase of the stock. These 
| bonds have been sold to several bankers in Baltimore at 9114, 
yielding a surplus over the amount required. Under this 








rea 








agreement the Western Marylard Co, will be not only lessee 
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but practically owner of the Baltimore & Harrisburg Co., 
subject, of course, to the lien of the bondholders, The leased 
road, however, has always been a_ profitable property, and 
will, without doubt, be able to earn the charges on the new 
bonds, while the exclusive control of its traffic, a portion of 
which has heretofore gone to other lines, will be of impor- 
tance to the Western Maryland. 


Boston & Lowell.—A special meeting was held in Boston, 
Oct. 30, to vote on the ratification of the propcsed lease of 
the Massachusetts Central road. After the lease was read, 
it was voted that the polls should be kept open until Satur- 
day, Nov. 6, in order that all the stockholders might have 
an opportunity to record their votes. 


Boston & Providence.—The Boston Advertiser says 
** The folly of much of the talk concerning a proposed con- 
solidation of the lines connecting this city with New York is 
shown in a statement recently made to a prominent official 
of the Boston & Providence road by a New York He:ald 
reporter, who had been sent East to look up the matter. The 
remark was to the effect that a controlling interest in the 
stock of that road had been purchased by representatives of 
the Boston & Albany and the New York & New England, 
and that the proposed consolidation of those two roads in- 
volved the absorption of the Boston & Providence. The offi- 
cial was solemnly assured that such was the fact, but as his 
position afforded him the very best means of information 
upon the subject, and as no such wholesale transfer of stock 
had been made, the solemn assurance of the New York man 
afforded him no little astonishment as well as amusement.” 


Buffalo, New York & Philadelphia.—The following 
statement is published for the year ending Sept. 30 : 






1885-86. 1884-85. Ine. or Dec. P.c. 

Earvings $2,598,568 $2,267,937 I. $230,622 9.7 
Expenses 2,048,842 = 1.764.447 I % 16.1 
Net earnings... $549,727 $603,490 D. $53,763 89 


The large increase in expenditures was caused by the addi 
tion of 300 cars, five engines and the rebuildiig of 22 new 
stations, new steel, new sidings and right of way. The item 
of extraordinary expenses foots up $206,821 for last year. 


Burlington, Cedar Rapids & Northern.—The 
Sioux Falls Branch was on Oct. 26 completed to Sioux Falls 
Dak., 42!5 miles from the junction with the Watertown line 
at Ellsworth, Minn. ‘Trains have already begun running to 
the new terminus. 


California Pacific.—This company gives notice that it 
has resolved to extend its $2,250,000 mortgage bonds, which 
will mature on Jan. 1 next, for 25 years at 4!, per cent. in- 
terest. Holders who wish te avail themselves of the privi- 
lege of extension are requested to present their bonds to 
Speyer & Co., New York, as soon as possible. The boncs 
now bear 7 per cent. interest. The California Pacific road 
owns part of the Central Pacific system and is leased to the 
Southern Pacific Co. with the rest of that system. 


Canadian Railroad Commission.—The Rai.road 
Commission, which was appointed to inquire into railroad 
concerns in Canada and report on grievances and the neces- 
sity of appointing a permanent commission, met in Toronto 
last week. It was shown in evidence that the Grand Trunk 
Railway had for many years failed to comply with the stat- 
utes providing for the rate it should charge. The act, it was 
stated, provides that the company shall charge not more than 
2d. per mile for first class, 1!sd. for second class and 1d. per 
wile for third class. The road has never had third-class cars 
except for one year after it was opened in 1856, and it is es- 
timated that on the line between Toronto and Montreal alone 
this road has by charging in excess of the rates provided in 
its charter netted $42,000 a year. It is proposed to appoint 
a permanent commission, taxing the companies operating in 
Canada a certain amount per mile per annum to support it. 






Carthage & Adirondack.—Track is laid and the road 
has been opened for business from Carthage, N. Y., on the 
Utica & Black River road, eastward to Jayville, a distance 
of 30 miles. The road extends into the Adirondack region 
from the west. The stations, with the distances from Carth- 
age, are: Clearwater, 7 Natural Bridge, 10; Diana, 16: 
Lake Bonaparte, 18 ; Harrisville, 21 ; Jayville, 30 miles. 

Chatham & Harwich.—Surveys have been made for 
this projected road, which is to run from Chatham, Mass., to 
Harwich, on the Old Colony road, and the location has been 
submitted to the Railroad Commissioners for approval. 


Chesapeake & Ohio.—At a meeting of the board held 
Oct. 26 the following statement was presented for the six 
months from May 1 to Oct. 31: 


Net earnings. October estimated $681,408 


Interest on funded debt. . ” els Gate we ee.  - 189,630 
Equipment trust bends paid and interest.... 104.910 
Taxes and miscellaneous. Be avaiaanareen , 103,345 
Construction account 67,746 

- 465,631 


... $215,777 

On this exhibit the directors resolved that the result of the 
operations of the road would justify the payment in cash of 
one-half of the coupons maturing Noy. 1 on the Series B bonds 
of the company and that interest certificates in the usual form 
should be issued for the remaining half of the coupons. 
Notice is also published that on those bonds of this series 
which have been presented by holders and extended at 4 per 
cent., according to the offer made by the company some time 
ago, the full amount of the coupons of 2 per cent. due Nov. 
1 will be paid. 

Holders of the currency bonds of 1918 are notitied that the 
Newport News & Mississippi Valley Co., is now prepared to 
issue its certificates of stock in exchange for their bonds, as 
offered in the circular of July 24 last. 


Surplus for interest on Series B bonds 


Chicago Air Line.—This company has filed articles of 
incorporation in Indiana to build a railroad from Toledo, O., 
to Chicago by the shortest practical line. The distance 
about 250 miles, of which 220 miles will be in Indiana. 


is 


Chicago, Burlington & Northern.—Through passen- 
ger trains between Chicago and St. Paul commenced to run 
over this road on Noy. 1. Two express trains are to run 
daily in each direction. 

The grading is nearly completed on the branch extending 
from the main line into the city of Galena, Ll., and track 
laying will shortly be begun. 


Chicago & Northwestern.—This company has let a 
contract to Harrison & Green, of Milwaukee, for the grading 
of an extension of the Iron River Branch, from Iron River, 
Mich., to Watersmeet, on the Milwaukee, Lake Shore & 
Western road, a distance of 37 miles. The contract calls for 
the completion of the work by July 1, 1887. The contract 
will require some very heavy work, including a good deal oi 
rock cutting. The line, it is said, will be extended to the 
Gogebic iron range. 

Tracklaying is now completed on the extension of the Lake 
City Branch trom Lake City, Ia., westward to Wall Lake. 
1315 miles. 


Chicago, Rock Island & Pacific.—On the extension 
this company’s line into Kansas track is laid trom St. 
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Joseph, Mo., west to Troy, Kan., 15 miles, and tracklaying | 


has also been begun from Top eka eastward. On the north- | 





Indiana, Bloomington & Western.—A_ circular 
issued by this company to the bondholders, after referring to 


western extension, which is to leave the Topeka line at Hor- | the Cincinnati, Sandusky & Cleveland lease, says: ** Under 


ton, 40 miles from St. Joseph, much work has been done on 
the grading, and tracklaying will soon be begun. 


Cincinnati & Eastern.—It will be remembered that 
this road was purchased at the recent foreclosure 
sale by Albert Netter, of Cincinnati, who was understood to 


1epresent Eastern parties. Mr. Netier paid down $25,000 | 


at the time of the sale, but a Cincinnati dispatch states that 
he bas def aulted on the second payment of $60,000, which 
was due Oct. 28. Mr. Netter gives as a reason for this de- 
fault a eet ment among the purchasers. 





Clearfield & Jefferson.—Thisroad is now completed 
to Mebaffey, Pa., 19 miles westward from Irvona, Pa., the 
terminus of the Bell’s Gap road. The road is an extension of 
the Bell’s Gap Railroad, and work is progressing on the lne 
to Punxsutawney, where it will connect with the Rochester 
& Pittsburgh road. 


Columbus & Florida.—Surveys have been begun for 
this projected line, which is intenced to be an extension of 
the Georgia Midland & Gulf road, from Columbus, Ga., 
southward. The first section proposed, and for which the 
line is to be located, is from Coiumbus, southeast to Albany, 
about 80 miles. From Albany the line will be run nearly 
due south to Tallahassee, Fla. It is stated that another line 
will be surveyed from Tallahassee somewhat more direct than 
the one by way of Albany. 


Columbus & Western.—A contract has been let for 
grading 27 miles of the extension of this road from the pres- 
ent terminus at Goodwater, Ala.,to Birmingham. Other 
contracts wiil be let shortly. The intention is to have the 
road running to Birmingham by July of next year. 


Dayton & Lronton.—The statement for August and 
the eight months to Aug. 31 is as follows: 


August. Light months. 
Earnings 
Expense Ss 


$20,447 $141,923 


’ 


146,698 


16,486 





Net OF GOGO... occcccccseneus N. $ ; 961 D,. 
Fixed charges an Sate nhiabale ta 1,788 
Surplus or deficit . 8. $2,173 3 D. “$20, 096 


As compared with last year, the month of August shows a 
decrease of $1,080, or 5.0 per cent., in gross earnings and of 
$2,310, or 36.7 per cent., in net earnings. No comparison 
is made for the eight months, 


Delaware & Hudson Canal Co.—H. G. Young, As 
sistant President and General Manager, issued the following 
circular op Oct. 20, 1886: ** On Saturday midnight, Nov. 6, 
proximo, this company will assume possession and manage 
iment of the Union Railroad, extending from Green Ridge 
(Scranton) to Wilkes-Barre, Pa., which has heretofore been 
operated under lease by the Lehigh & Susquehanna Railroad 
Co. This line will form a part of the Pennsylvania Division.” 


Detroit, Mackinac & Marquette.—The notice 
which was published last week concerning the plan of reor- 
ganization of this company was based on a plan formed some 
time ago, which has since been materially changed. The 
plan as at present proposed by the syndicate which pur- 
chased the road at foreclosure sale, and which has been 
agreed to by some of the holders of the securities of the old 
company, is as follows: The road is to be transferred to the 
Duluth, South Shore & Atlantic Cu., a corporation whose 
organization and purposes were noted last week. The De- 
troit, Mackinee & Marquette first-mortgage bondholders 

re to receive Duluth, South Shore & Atlantic first-mort- 
gage 5s to the amount of the old bounds, and also preferred 
stock to the par value of the bonds. Income coupons are to 
be exchanged at par for preferred stock in the new company. 
Land grant bonds are to receive 35 per cent. of their face 
value in common stock of the new company, and the holders 
are also to retain their lien upon the land grant. The old 
common stock will receive 60 per cent. of its face value in 
stock of the new company. 


Duluth, South Shore & Atlantic.—It is announced 
that this company, which bought the Detroit, Mackinac & 
Marquette road at foreclosure sale, has also bought from the 
3oston holders a controlling interest in the Marquette, 
Houghton & Ontonagon road. This road extends from 
Marquette to Houghton, with numerous short branches to 
iron mines, and has a large business, varying. of course, with 
the fluctuations of the iron trade. It has been heretofore 
owned almost entirely in Boston. The particulars of the sale 
are noted elsewhere. 


Kort Worth & Denver City.—On the extension of 
this road track is now completed to Vernon, Tex., 16 miles 
northwest from the late terminus at Harrold and 163 miles 
from Ft. Worth. Work is progressing actively on the ex- 
tension of the line. 


Fort Worth & Rio Grande.—The people of Fort 
Worth, Tex., have completed a subscription of $40,000 in 
aid of this projected road, and smaller subscriptions have 
been raised at other points along the line. The company has 
decided to begin work at once on the survey of the road from 
Fort Worth southwest to Brownwood, on the Gulf, Colorado 
& Santa Fe road. 

Georgia Midland & Gulf.—The bridge over Bull 
Creek, 12 miles from Columbus, Ga., is completed, and 
trains have crossed it. The trestle at Willis Creek is nearly 
completed; when it is finished the track can be laid for a 
long distance without interruption from bridges. At Flint 
River the piers are now up far enough to prevent interrup- 


t 


tion to the work by high water. 





Grand Rapids & Indiana.—The statement for Sep- 
tember aud the nine months to Sept. 30 is as follows : 
---September.-— —Nine months — 
885. 








; _ 1886. 1885 1886 

Earnings leet 2 $191,597 $190,517 $1,480.967 $1,405,843 

Expenses Sa 115.420 tia, 794 968,719 997,699 
Net earnings $76, 3,177 $76, 72% $512,248 $408, 144 


for the nine months the gross earnings increased $75,124, 
or 5.3 per ceut., and the expenses decreased $28,980, or 2.9 
per cent., the result being a gain of $104,104, or 25.5 per 
cent., in the net earnings. 


Hanover Branch,—At the annual meeting of this short 
assachusetts line last week it was stated that the road had 
done exceedingly well during the year ending Sept. 30, hav- 
+ paid 6 per cent. divide nds on ‘its stock and reduced its 
debs by $5,000. 


Huntington & Broad Top Mountain.—It is said 
that negotiations are in progress for a lease of this road to 
the Pennsylvania Railroad Co. The main line of the Broad 
Top road connects the Pennsylvania Railroad with its Bed 
ford Division, extending to the Cumberland coal fields, and 
the road has for years carried a heavy coal traffic for the 
Pennsylvania Railroad under a traffic contract. It bas also 
delivered to the Pennsylvania Railroad the business of the 
Broad Top coal mines along its own line. A lease would 
make very little difference in the relations of the companies. 





these circumstances it becomes the duty of the management 
to advise you that, in any event, it has become necessary to 
reorganize the company by means of foreclosure and sale, 
and the organization of anew company which will be free 
from the obligations of the lease, and capable of nogotia- 
ting for itself upon an independent basis. Through the 
prompt co-operation of the company and all bondholders, 
this purpose can be speedily accomplished, and prompt and 
regular interest payments renewed and permanently con- 
tinued. Numerous holders of large amounts of our several 
issues of bonds have been in consultation, and have advised 
the adoption of a plan of reorganization which will fully pre- 
serve the status of all the interest-bearing securities; secure 
beyond question the prompt payment of interest at a fixed 
rate, and at the same time protect the holders of incomesand 
stock. A meeting of bondholders will be convened within a 
short time, with the view of appointing a suitable committee 
to represent your interests, and after due consideration, to 
submit for your approval a plan of reorganization. In the 
mean time you are earnestly cautioned against being dis- 
turbed on account of the apparent complication of the com- 
pany’s affairs, and are assured that in the best opinion of 
your board your securities are abundantly good, and that, 
with your prompt co-operation, the suspension of interest 
payments will be merely temporary. 

* T am pleased to add for your information that at a recent 
conference with the representatives of the Cincinnati, Sap- 
dusky & Cleveland Co., a basis for adjustment was practi- 
cally agreed upon, looking to a consolidation of the entire 
system, which seems to your board fair, just and equitable, 
and one that will tend to the permanent advantage of all 
classes of security-holders. Your approval of this adjust- 
ment and the reorganization will, however, be necessary to 
its consummation.’ 


Kansas City, Indian Territory & Louisiana.—This 
company has filed articles of incorporation in Kansas to build 
a railroad from Kansas City to El] Dorado, and thence south- 
ward, across the Indian Territory, to Shreveport, La. A 
branch to Arkansas City is also proposed, the total length of 
the projected line being about 700 miles. 


Kansas, Colorado & Texas.—This company has filed 
articles of incorporation to build a railroad from Lakin, in 
Finney County, Kan., to the southern line of the state, and 
thence across the Indian Territory, to a point on the Cana- 
dian River in Texas. The articles also provide for a 
tranch to Trinidad, Colorado. 


Kentucky & Indiana Bridge Co.—Track has been 
laid across the new bridge of this company between Louis- 
ville, Ky., and New Albany, Ind., and the bridge company 
is running independent trains be tween these two cities, a dis- 
tance of 5%, miles, leaving each terminus every hour. The 
track owned by the bridge company is about 3 miles in 
length. 


Keokuk & Western.—This company, which recently 
filed articles of incorporation in Iowa, is organized by the 
bondholders who bought the Missouri, lowa & Nebraska road 
at foreclosure sale, The road, which was recently part of 
the Wabash system, extends from Keokuk, Ia., to Humeston, 
a distance of 131 miles. 


Little Rock, Mississippi River & Texas.—An ex- 
tended repurt and plan of reorganization has been issued 
which proposes that the property should be divided and two 
distinct corporations organized—one to own the road between 
Little Rock, Ark., and Arkansas City, 120 miles, known as 
the Pine Bluff Division, the other to own the Ouachita Divis- 
ion from Trippe, 7 miles west of Arkansas City, to 
Texarkana, Texas, of which 49 miles are built. 

The reorganization plan is substantially as follows: The cap 
ital stock of the Pine Bluff Co. (preferred), subject to increase 
or decrease, will be $1,326,106; the common stock will be 
$1,673,894; $2,500,000 new first-mortgage gold bonds will be 
issued and used in this wise : $1,608,200 to pay the present 
first-mortgage bondholders 85 per cent. of their holdings, 
$1,892,000; $1,500,000 to pay secured debts; and the bal- 
ance, $391.800, will be retained in the treasury for steel 
rails, repairs, improvements, and to pay dissenting bond- 
holders, if necessary, their distributive share of the pro- 
ceeds of the sale not paid by stockholders. The 
preferred stock, $1,326,106, will be used to pay 15 
per cent. of the $1,892,000 of the present first-mortgage 
bonds ; $992,306 of the principal to take care of the 
overdue coupons, and the balance of $50,000 to secured 
creditors. The common stock, $1,673,894, is to be issued 
ratably to the second-mortgage bondholders, $1,106,0G0 be- 
ing taken for the principal, $482,750 for the unpaid coupons, 
and $5,144 for excess for distribution. Of the $3,000,000 
stock which is to be issued by the new Ouachita Co. on the 
road from Trippe westward, $1,000,000 will be issued to 
steckholders in the present company who agree to the plan 
and pay an assessment of 2 per cent.: $50,000 will go to 
secured creditors, and the balance of $1,950,000 will be re- 
tained to provide for the extension of the road. 


Litchfield, Carrollton & Western.— 
road is now completed from Litchfield, Ill., west to Carlin- 
ville, 16 miles. Work is progressing rapidly and the line 
from Carlinville to Greeufieid, 22 miles, will be completed by 
jan. 1. The road will be operated by the Jacksonville & 
southeastern Co., with whose line it connects at Litchfield. 


Track on this 


Longdale Iron Co.—This company bas completed a 
narrow-gauge road from Sewell, W. Va., on the Chesapeake 
& Ohio road, up Mann Creek to the Tyree coai mine, a dis- 
tauce of 84 miles. 


Maine Central.—It is reported that this company is 
negotiating for a lease of the Portland & Ogdensburg road, 
although no definite proposition has been made, but it is 
stated that a majority of the board is in favor of the lease. 


Mammoth Cave.—We have received an invitation to 
the opening of this new road, which reads as follows: it is 
signed by John F. Wheless, President: 

**TLe completion of a railroad to the Mammoth Cave, the 
grandest of American wonders, is a matter of national inter- 
est, and offers a fitting opportunity for inviting distinguished 
representatives from each of the states to be present on the 
occasion of its formal opening on Nov. 17. 1 am therefore 
authorized to extend to you a cordial invitation to be pres- 
ent. Believing that such meetings will exert a salutary in- 
fluence toward promoting fraternal feelings between the 
ditferent sections of our country, we feel that they should be 
encouraged, and in this instance it should prove especially 
pleasant, for aside from the distinguished company tbat will 
be present. a visit to this great masterpiece of Nature's handi- 
work will be full ot interest.’ 


Marietta, Columbus & Northern.—This name has 
been adopted by the lime formerly known as the Marietta 
Mineral road. The road extends from Marietta, O.. to Ames- 
ville, 30 miles, a greater part of it being on the old line of 
the Marietta & Cincinnati road, which was abandoned 
several years ago. 





Marietta & North Georgia.—In October, 1885, the 
egislature of Georgia passed resolutions providing that the 
bonds of this company held by the state will be surrendered, 
provided the road was completed to the North Carolina line 
within twenty months. The road has been completed and 
inspected, but before the bonds could be turned over a tem- 
porary injunction was served on the State Treasurer forbid- 
ding the surrender of the bonds. The Governor of Georgia 
has issued a proclamation, announcing the completion of the 
road within the required time, and directing that the bonds 
be surrendered, as provided by the Legislature, so soon as the 
injunction shall be dissolved, the company to execute the 
proper releases, 


Marquette, Houghton & Ontonagon.—On Nov. 1 
the directors of this company issued the following circular to 
the stockholders : 

A communication from Messrs. Lee, Higginson & Co. 
has been received, stating that they med bought recently, 
on behalt of the owners of the Duluth, South Shore & At- 
lantic Railroad, a sufficient number of shares, common and 
preferred, inthe Marquette, Houghton & Ontonagon Railroad 
Co., to give to that syndicate practical control, and offering 
in their behalf to purchase the remainder of the stock, or 
any part of the same, at $110 for the preferred, and $40 for 
the common stock, buyer 60, the purchase to carry interest, 
and the offer to hold good for 30 days from Oct. 30. The 
offer is made conditional upon turning over to the pur 
chasers, within 60 days, or whenever the buyer 60 shares 
are paid for, the direction of the company, and its executive 
offices. 

‘The undersigned recommend to the stockholders the ac- 
ceptance of this offer. 

** Messrs. Lee, Higginson & Co., 44 State street, Boston, 
will receipt for the stock as it sh¢ uli be delivered to them by 
stockholders prior to Nov. 30.” 


Massachuse.ts Central.—A special meeting was held 
in Boston, Oct. 30, to vote on the prope xed lease of the road 
to the Boston & Lowell Co, The lease was read and after a 
short discussion the polls were opened, and it was resolved 
that they should be kept open until Saturday, Nov. 6, all 
stockholders to be given in this manner an opportunity to re- 
cord their votes, 

By the terms of the lease it is to continue for 99 years, the 
lessee guaranteeing the fixed charges ; the rental to be 20 per 
cent. of the gross receipts, up to $1,000,000 a year, any de 
ficiency required to me et interest b eing made up by the lessee 
and any excess over interest to be paid over to the Jessor com- 
pany. Should the gross receipts exceed $1,000,000 in any 
one year, the re ntal is to be 25 per cent. The Central Massa- 
chusetts agrees to issue $2,000,000 in first-mortgage 5 per 
cent. bonds with which to cance] the outstanding certificates 
of indebtedness, to pay off current liabilities and land dam- 
ages and to complete the road from its present terminus at 
Jefferson, Mass., to Northampton. 

The Boston & Loweli Co. agrees to place the uncompleted 
portion of the read under contract at once, and al-o to build 
a branch from Palmer to Holyoke. Should the issue of bonds 
be insufficient to pay the cost of the main line and the branch 
also, the lessee may call for additional bonds, the Railroad 
Commissioners to determine the amount to be issued. The 
Boston & Lowell Co, also agrees that in computing the gross 
earnings of the leased road no charge shall be made for the 
use of its track from North Cambridge to Boston, or for the 
terminal facilities in Boston, and it also agrees to pay $1,500 
a year to maintain the organization of the lessor company. 








Memphis & Charleston.—The statement for Septem- 
ber and the three months of the fiscal year from July 1 to 
Sept. 30 is as follows : 





-——September, — -——Three months, 
i886. 1885 18*6 1885. 
Farnings.. ........ $120,680 $105,195 $235,578 $284.835 
Expenses... 67,745 77.451 215'810 “10,071 
Net earnings $52,935 $27,744 $1 19,708 $74,764 


For the three months the gross earnings increased $850,683, 
or 17.8 per cent., and the expenses $5,739, or 1.7 per cent., 
leaving a gain of 444,944, or 60.1 per cent., in the net earn- 
ngs. 


Mexican Central,—The statement for September and 
the nine months to Sept. 30 is as follows : 


September Nine months. —.— 

1886 1885. 1886 1885. 
Farnings.. .8300,876 $258,704 $2.6 10.769 $2.650'.497 
Expenses. 190.462 152,901 1,846.655 1,526,390 





Net earnings.$110,414 $85,893 $341,134 $1,124,008 

These earnings are in Mexican currency. For the nine 
months the gross earnings increased $40,272, or 1.5 per 
cent., and the expenses £320,236, or 20.9 per cent., the re- 
sult being a decrease of $279,964, or 24.9 per cent., in the 
net earnings. 





Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of Oct. 23: 

The state of Puebla offers a subventiou of #500 per kilo 
meter to railway companies building short lines from the 
city of Puebla to towns not over 12 kilometers distant. 

A railway from Tulancingo to Zacualtipan is projected, 
and it is reported that the Governor of Hidalgo is negotiating 
with Mr. Frederic Boden for the construction of this road, 
which will open up the coal fields. 

The Legislature of the state of Hidalgo has passed a law 
authorizing the Executive of the state to enter into contracts 
with one or more persons, or with a company or companies, 
for the construction and operation of railways within the 
state, and authority is given for offering a subvention of 
$1,500 per kilometer. 


Minneso'a & Northwestern.—A circular has been is- 
sued by the President, Mr. A. B. Stickney, under date of Oct. 
22, which has the following: ‘* With the month of September 
ended the first year of the operation of your railroad. A 
statement of the operation for the year, just received from 


the Auditor, shows the following gratifying results : 


beeen ere ee eee TS ee . $414,528 
262.165 


Gross earnings..... 
Operating expenses......... 


Leaving net earnings... — 
From this deduct amount due for taxe 8, etc 





N60 95 0 5546 scan sesh shencken pana ae . ; bi $143 408 
‘It requires $124,350 to pay fixed charges, leaving a sur 
plus of $19,058 for the year. 





Missouri Pacific.—This company’s Kansas & Colorado 
line is now completed and opened for business from Salina, 
Kan., on the Topeka, Salina & Western, westward to Gen 
esee, a distance of 4215 miles. 

Newport News & Mississippi Valley Co.—The state- 
ment for the month of September is as follows : 

Gross earnings.— Net earnings 
1886. 1885, 1886. 1885 
. hesapeake & Ohio ... ..$388.992 $36 9.097 $140,016 

Eliz., Lex. & Big Sandy. 95,801 72,519 37.758 

Ches.. Ohio & Southwest. 160.943 1: 38, R92 69,823 


Total.... 





_ $645,736 $520,508 $247,597 $211,227 








768 








The t tal increase in gross earnings this year was $125,- 
228, or 24.1 per cent.; in net earnings, $36,370, or 17.2 per 
cent. 


New York. Susquehanna & Western.—The state- 
ment for September and the nive months to Sept. 30 is as 
follows : 


——September.—— —-Nine months, -—— 
885 








1886. 18 IS86. ' s 
Barnings.......... «-.. $10 8:17 § OA. $799 .92 $803 519 
Expenses........ ...... 60,489 5 466.348 454, 148 
Net earnings $42: 328 $51 988 $3: 52.944 $F $369. 76 


For the nine montt s the gress carnings pe reased $4,227 
or 0.5 per cent., and the expenses increased $32,205, or 7. i 
per cent., the result being a decrease of 836,432, or Y.8 pet 
cent., in the net earnings. 

Norfo k & Western.—This company’s statement for 
September and the nine menths to Sept. 30 is as follows : 


—-September — --Nine months — 









T8s6. 1885. 1886 1885 
Earnings ... .... .... $319.225 $2€07.374 $2.3'°,299 = 965 07% 
Expenses....... . 181.3870 137.008 1,392 316 3,53: 
Net earnings T3545 $13. 366 $919.98 + 





Per cent of exps .... 5k 60 

For the nine months the gross earnings increased $347,224 
or 18 per cent.. and the expenses $178,783, or 15 per ce ut., 
the result bemmg a gain of $168,441, or 22 per cent., in the net 
earnings. 





Northern Pacifie.—The statement for September and 
the three months of the fiscal year from July 1 to Sept. 30 is 
as follows: 





———September.-—— --—Three months.— 

18 6.. 1885 S86. 1885. 
Earnings..... ... $1.372.672 $1.224.955 $3.699,0456 $5,196.25 
Exprnses......... 605.641 S°2,806 1,736 546 = 1,448,044 
Net earnings $71 9 03 $692, ono $1 962.510 $1.’ 748, 21 ] 
Fixcd charges for the quarter..... 1.544.739 = 1,489,184 
Ss a ee . $417,771 $259 027 
For the three months the gross earnings increased $502,- 


801, or 15. 






.7 per cent., and ‘the expenses $288,502, or 19 9 
per cent., leavi ing a gain in net earnings of $214,299, or 12.3 
per cept. Fixed charges increase: $55,555, or 3.7 per ce a 
the result being an increase of 3158,744, or 60.7 per cent., 


in surplus. 








Land sales for this year were 58,£07 acres, the total 
amount received, including town-lot sales, being $226,070 


fo. the quarter. 

On the gieat tunnel on the Cascade Division the east head- 
ing is now in 1.028 it The Dingle tunnel, two miles east of 
the great tunnel has 400 ft. thrcugb. leaving only 125 ft. to 
be completed. The track is now laid to Cle-elum, Wash. 


Ter., 30 miles westward from Eilensburg, leaving only 15 
mites to reach the east portal of the tunnel. 
Ohio Valley.—This road has been completed and 


opened for Lusiness to Sturyis, Ky.. 5 miles beyond the late 
terminus at De Koveu aud 44 miles from the starting point 
at Henderson. 


’arsons & Pacifie.—Track on this road is now com- 
pleted from Parsors, Kan., southwesv to Coffeyville, a dis- 
tance of 31 miles, and trains are ruoning over this section of 
the road, which is operated by the International Construction 
Co. The company bas laid out a pretty ambitious programme. 
From Parsons, the road is to be extended northeast to Kansas 
City, while from Coffeyville three iines are projected: one 
running due west to the western lin e ei Kansas, and thence 
west by scuth to Albuquerque, N. M.: the second from Cof- 
feyville across the Indian Terr atl . Texas ana the southern 


yee of New Mexico to El Paso: and the tyird across the 
ndian Territory and Texas to Eagle Pass, on the Rio 
Grande. 

Peonsylvania.—This company’s statement for all 


lines east of Pittsburgh and Erie for September, 1886, a 
compared with the same mouth in 1885, shows : an increase 
in gross earnings of $397,424: an increase in expenses of 
$472,940; a decrease in net earnings of 875.516. The nine 
months of 1886 as compared with the same period of 1885 
show an increase in gross earnings of $3.628,652, an increase 





in expenses of $1,877,791, an increase in net earnings of 
$1,750.861. 
This gives the following statement : 
———-Septemoer —--—. .---—Nine montis. ——-~- 
1886. ISS5, 1°86 1885 
Earnings....... $4 gy a $4.276.6°8 $26.855.292 $33,236 €40 
Expenses ...... 2.8 7,98 2.°84.658 .3.843,455 2 "01: 5,664 
Net earnings $1, 816 44 $1. ie dt 970 $12,971,837 $11.2.0.976 
P. ceut. of «xps. 61.1 55 8 648 66.2 


All lines west of Pittsburgh and Erie for the nine months of 
1886 show a deficiency in meeting all liabilities of $261,783. 
being a decreased deficiency us compared with the same 
period of 1885 of $982,702. 

Ata meeting of the directors held Nov. 1, it was decided to 
declare adividend of 2! per cent. in cash, making, with the 
May dividend, 5 perc ent. for the « current year. Last year 
the May dividend was 3 per cent. and the November divi- 
dend 2 percent. There has been some expectation that the 
dividend would be 8 per cent., although nothing has been 
given out by the company to justify such expectation. 





es 


Philadelphia & Reading.—The Receivers’ | state- 
ments give the following figures tor the earnings of tbe rail- 
road tor September and the ten months of the fiscal year 
from Dee. 1 to Sept. 30 : 


=e *‘p'ember.—- 


-——~Ten months. 











18s 88 5] 1886 ‘S85. ic 

Earnings.......$2 99.5 '6 $2800.87 $24,514 397 $23.408,752 
Expenses....... L600 7% 4 yt453  14401.065 13.9 0,6 0 
Net earnings..$! 328.516 $1.: 305.924 $10,113,322 $9 498.132 


For the ten months the gross earnings increased $1,105,- 
645, or 4.7 per cent.. and the expenses $490,445, or 3.5 per 
cent., the result being a gain of $615,200, or 6.5 per cent., in 
the net earnings. 

The traffic reported for the railroad lines 1s as follows : 

—-— a »tember.- 
1 


—--Tev months.—--- 









1S8¢ 1886 1885. 
Tors coal .. 21°00 4: "6 1. 267 ‘G16 10.426107 9 *85,564 
Tons m:rehandise 95°, 2:8 875,000 8 762,212 6,783,889 





Passengers .. .. 
Tons coal on col- 
liers .. 


2486 130 2 343-203 21,323,162 19,: $17,038 


eebeeees 39,768 92.359 430,514 461,185 
An increase is here shown, both for the month and the year, 
in all items, except the comparatively small one of coal ship- 

ments in the company’s own boats. 
The statement for the Philadelphia & Reading Coal & Iron 
Co. is as follows : 








_"~ oo —--. -—-—Ten months.—-— 
1NRE 1885 1886 1885 
Earnings....... $l. 648, 814 $1 754.214 $1,.22.730 . 
Expenses.... -. 1,791,182 1.834485 13 13,979,922 
Deficit........ “$142 268 $80,271 “$1.7 56.19° § 82 
Here there was for the ten months a nbd of $23 341, 
or 0.2 per cent., in gross earnings; an increase of $1,453,030, 
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or 11.6 per cent., in expenses, and an increase of $1,476,371, 
or 527.% per cent., in the deficit. 
The coai mined from the company’s lands was as follows : 


— -Sep ember —en months. -— 





18 6. LS85, 1886. 1885. 
By company..... ATI,O7TS 855,426 4.47..4330 4,119,013 
By tevants.. _ 561 72.794 490,441 626.153 
2 RE RRS ree 327 849 62 26, 220 4,962,771 4.749,166 


The increased deficit a the ten months was thus made in 
an increase of 213,605 tons, or 4.5 per cent., in the output 
from the company’s mines, 

The joint net earnings of the two companies were : 

—-—-September———, —-—-Ten months--—— 


1886 1885 1886, 1885. 
Railroad Co.. net. ..$1,378.516 $1.305 9°4 $LO 113 332 $9 498,132 
C. & I. Co, deficit 14z,308 80,27 12 279,821 


1.756 1! 


Total, both Cos. ..$1, 16, 148 $1, 2 Ex: 63 53 $8,:557 140 $9,218,311 

The decrease in the total net earnings for the month was 
339,505. or 3.2 per cent.; for the ten months, $861.171, or 
9.3 per cent. As the expenses reported do not include any 
payments for interest or rentals, the net earnings ziven above 
are the sums from which all fixed charges are to be met. 


Portland & Ogdensburg.—lIt is reported that negoti- 
ations are in progress for a lease of this road to the Maine 
Central Co, The question, it is stated, has been discussed by 
the directors of both companies, although no formal proposi 
rion has yet been made. 


Port Royal & Western Carolina.—The Augusta & 
Knoxvilk directors have voted to approve the agreement 
under which this company is to be formed by the consolida- 
tion of all the Georgia Central lines in South Carolina. 

The capital stock of the consolidated company will include 
$2,000,000 preferred and $4,000,000 in common stock, and 
it will, of course, assurn: all the debts of all companies, on 
terms to be arranged with the holders. 


Richmond & Danville.—Tthis companv has leased 
the Washington, Ohio Western road, as noted more fully 
elsewhere. Formal possession was taken Nov. 1 


Richmond & West Point Terminal Co.—The follow- 
ing named gentlemen, who represent a large interest in Rich- 
mond & West Point Terminal stock, have been nominated as 
directors of the company, to be voted for at the ensuing 
election, Nov. 19: Alfred Sully, Geo, F. Stone, Emanuel 
Lehman, T. M Logan, John A. Rutherford, Isaac Rice. 


St. Louis, Arkansas & Texas.—Contracts have been 
let for a section of 9 miles of the branch from Suerman, 
Tex., and the contractors have already begun work. 


St. Louis & San Francisco,—On the extension of the 
Arkansas Division from Fort Smith, Ark., sontbward, track 
is now laid for 20 miles from Fort Smith and the grading is 
finished 5 miles further. At this point a tunnel nearly balf a 
mile long is to be built through a spur of the Ozark Moun- 
tains, but the contractors are putting in a temporary live 
over the mountain, which will be used until the tunnel is 
finished. 


St. Paul, Minneapolis & Manitoba.— 
from Tintah west is now completed to Rutland, 
miies from Tintah, Minn., 
terminus at Hankinson. 
listances from Tintah are 
Geneseo, 47.76: 


The branch 
Dak.. 59.10 
and 33.60 miles beyond the late 
The new stations opened, with the 
: Stiles. 36.96; Lidgerwood, 41.56; 
Seneca, 52.74; Rutland, 59,10 miles. 


San An'onio & Aransas Puass.—The main line of 
this road is now completed from San Antonio. Tex., south- 
ward to Corpus Junction, 141 miles, an extension of 25 miles 


since the last report. The branch from Corpus Junction to 
‘ orpus Christi, 11 miles, is also completed, and the company 
opened its line from San Antonio to Corpus Christi, 152 
miles, for traffic on Nov. 1. There remains to be completed 
5 miles of the main line, from Corpus Junction to Aransas 
ass. 
Work is also progressing on the Northwestern Extension, 
from San Antonio to Kerrville, 70 miles. 


San Joaquin & Sierra Nevada.—A controlling iv- 
terest in this ral, which was owned by Messrs. F. and C. 
Birdsall, has been sold to the Southern Pacific Co. The road 
is of 3 ft. gauge, and extends from Brack’s Landing on the 
Mokelumne River west to Valley Spring, Cal., 40 miles. 
It crosses the Central Pacific at Lodi. It is understood that 
the Southern Pacific Co. will change the road to standard 
gauge and will extend it eastward into the timber belt. 


Savannah, Dublin & Western.—A contract bas been let 
toan organization known as the United States Railroad Cun- 
struction Co.. of New York, to build and equip this road. The 
apa actor agrees to have the line from Savanah to Macon, 

Ga., 117 miles, completed within 8 months, and the branch 
from Dublin to Americus, 90 miles, within 14 months. 


Savannah, Florida & Western,—The Passenger De- 
partment gives notice that the fast mail line to Havana over 
this road and by steamer from Tampa, Fla., from Nov. 1 
will be run as follows : Steamers will leave Havana on Mon- 
days, Thursdays and Saturdays, reaching Tampa on the fol- 
lowing day; they will leave Tampa on Tuesdays, Thursdays 
and Saturdays, on arrival of the ‘‘ West India Fast Mail,’ 
which is due at 8:45 p. m., at that station. 


Securities on the New York Stock Exchange.— 
The following securities have been admitted to dealings by 


the Governing Committee : 
Burlington, Crdar Rapids & Northern, an additional 


$334,000 of consolidated 5 per cent. bonds, making the total 
amount listed up to $5,000,000. 

Chicago, Burlington & Northern, 
cent. bonds due April 1, 1926, $9,000,00v. 

Chicago d& Iidiana Coal, an additional $434.000 first 
mortgage 5 per cent. bonds. making a total of $2.808.600, 

Missouri, Kansas & Texas, an additional $1,000,000 6 per 
cent. general cons« ye bonds, making total amount of 6s. 
and 5s. up to $32,000,000. 

Richmond & Dan ville, assented debenture bonds, $1,000,- 
000, exchangeable into a consolidated 5 per cent. bond at the 
rate of 81,180 new bond and $29.50 cash for each $1,000, 


first mortgage 5 per 


Seneca Falls & Cayuga Lake.—Thiscompany was in- 
corporated in May last, and the read was opened in August. 
It is of standard gauge, and is intended for iocal and pleasure 
passenger traffic. It extends from Seneca Falls, . to 
Cayuga Lake Park, a distance of 4 miles. It has 2 locomo- 
tives and 4 steam passenger cars, 


S' effield & Birmingham.—We have received the 
following note from Mr. P. Campbell, Superintendent of the 
Sheffild & Birmingham Construction Co., which is building 
this road: ** This road has been finish: d and is in operation 
from the landing on the T mnessee River, in Sheffield, Ala., 
to the town of Russellville, in Franklin County, a distance 
of about 221¢ miles. The grading is completed on 4 miles 
more, ou which the rails will be laid in November. and the 
contractors are pushing work on an additional section of 25 
miles, which they hope to have ready for the rails in about 
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Southern Pacific.—Work is progressing on the south- 
ern end of the new Coast line in California. The grading is 
completed some 15 miles from the old line at Newhall Junc- 
tion, and the track is lai ior 8 miles. There is some heavy 
work on this end of the jive. 

The company bas bought a controliing interest in the San 
Joaquin & Sierra Nevada road, as noted elsewhere. 


Tavares, Apopka Gulf.—Work is progressing 
steadily on this road. ‘rrading is now completed tor 
16 miles southward from Tavares, Fla., and track is reported 
laid for 10 miles. 


& 





Texas & Pas ific.—At a meeting of the Reorganization 
Committee last week a reso ution was passed requesting the 


Court to approve the application of the receivers for permis- 
sion to issue certificates to the amount ot $75,000, to pay tor 
new locomotives, and 877,000 to pay fer new cars. The 


Court was also asked to approve contracts = ade by the re- 
ceivers for 30,000 tons of steel rails. The Committee also 
voted to pay $28,000 from the funds received from the 
stockholders’ contribution to the receivers, accepting certifi- 
cates in return. 


Toledo & Ohio Central.—This company has recently 
completed a branch extending from Sc dalia, ., toa new 


coal mine. The branch is 2 miles in length. 

Usion Pacifice.—The Boulder & Caribou B 
Colorado Division has been ext nded from the sate terminus 
at Marshall, Col., southeast 21 miles, to Argo Junction, 24% 
miles from Denver. This branch is now 27 miles long, from 
Argo Junction to Boulder. 


ranch of the 


Veni: ec, Marine & Western.—This company has been 


organized to build a ra lroad from Venice, I'l, on tbe Mis- 
Sissippl opposite St. Lou.s, thence to Marine, in Madison 


and eastward to the Indiana line. 


Vermont Va'tley.—Thbis company has offered to build a 
branch 4 miles in length to Springfield, Vt., provided the 
town will agree to build aud keep in repair a bridge across 
the Connecticut River, this bridge to be used for mghway 
traffic as well as for the railroad. 


County, 


Vicksburg & Meridian.—This divis‘on of the Cincin- 
nati, New Orleans & Texas Pacific Jine is having its bridges 
reconstructed and 1emodeled to carry a heavier class of 
locomotives, with which it will soon be equipped. Mr. M. 
Walsh, Inspector of Bridges on the system, iniorms us that 
there are no less than 336 numbered bridges aud trestles on 
this division, be~ides numerous small openings, and consider- 
able work will be required to place them in the condition 
intended by the company. 





Wabash, St. Lou's & Pacific.—-A circular has been 
issued by the committee of first-mortgage bondholders of the 
Wabash Railway, consisting of Frederick N. Lewrence, Ben- 
jamin E Romaine anit Edward Oothout, urging tbe holders 
of the first-mortgage bonds to sign an agreement with the 
committee at the earliest possible date for the protection of 
their interests. The circular says : ** The argument (in the 
Circuit Court at Chicagc) developed the fact that the Pur- 
chasing Committee, in plave of conforming to the Gecree for 
the -ale of the Wabash property. by which they were re- 
quired, as part of the terms ol sa'e, to pay off and discharge 
the receivers’ obligations, proposed to purchase these obliga- 
tions to the amount of $4,000,000, and hold them with a view 
of litigating with the underlying mortgage bondholders as to 
their priority of lien. ‘The further fact was developed that the 
Purebasing Committee have obtained an order from the 
United States Court at St. Lowis, sanctioning such purchase 
of said obligations, and authorizing the receivers to pay such 
coupons as might be designated by th. Purchasing Committee 
out of the earnings of the road. The avowed purpose of the 
Purchasing Committee is to use these two orders to the dis- 
advantage of the bondholders who do not assent to the fun4- 











ine scheme, It is believed that these orders can both be set 
aside.” 
»ne Farmers’ Loan & Trust Co., trustees of two of the 


Wabash first mortgages, is taking steps at the instance of the 
Lawrence Committee to have this order uf Sept. 21 set aside. 


Wallace & Northern.—This compuny has been organ- 
ized at Spokane Falls, Wash., to build several short branch 
roads from Wallace,on the Northern Pacitic. up the valleys of 
Cation and Nine-Mile creeks, to various mines now in opera- 
tion. Work on soine of these branches is to be begua at once. 


Wasbington & Flberton.—This company has been 
organized to build a railroad from Eiterton, Ga., to Wash- 


ington, the termi: us of a branch of the Georgia Railroad. 
The distance is about 35 miles, through an excellent country 


and the road will pass near the Anthony Shoals, on Broad 


River, where there is a very large water power. 
Washington, Ohio & Western.—Tbhis road has 
been leased to the Richmond & Danville Co., the lease to 
take effect Nov. 1. ‘The road extends from Alexandria, 
Va., to Round Hill, 51 miles. An extension to Winchester 
is proposed. The Richmond & Danville has probably 
leased the road in order to prevent other parties from 


getting hold of it. 

West Alabama Short Line.—This company has been 
incorporated to build a railroad from Akron, Ala. to a con- 
nection with the Sheffield & Birmingham road. Surveys for 
the line are to be begun at once. 


Western Maryltand.—The agreement under which this 
company becomes !essee and practically owner of the Balti- 
more & Harrisburg roaa was completed in Baltimore last 
week, as noted more in detail in another column. 








West Jersey.—The statement for September and the 
nine months to Sept. 30 is as follows : 

——September.--—— ——-Nine months -—-—, 

18 6 1885 1885 1885. 
.$133 725 $ 23.123 $1,0° La $1.018,061 
Expenses... 376 7.109 6: 8: 624.168 
Net earnings... $56.349 $38,014 ” $418. R47 $39°.893 
Interest, reutals, ete . 249,815 2: 9 450 


$154,445 





Surplus $169 052 


For the nine months the gross earnings 
or 5.8 per ‘ent., 


increased $59,078, 


and the expenses $34,124. or 5.5 per cent., 


leaving an increase in net carnin’s of 824.954, or 6.3 per 
cent. Fixed charges increased $10.365, or 43 per cent., 


leaving a gain of $14,589, or 9 4 per cent., in the surplus. 
West Virginia.—This company, which was recently or- 
ganized, is making arrangemeuts to begin work on a railroad 
from Newburg, W. Va..on the Baltimore & Ohiv, north- 
ward through Preston County, to the Pennsylvania state 
line, where it will connect with an extersion of the South- 
west Pennsylvania road. The new line will pass through a 
region abounding in coal. some of whirh is said to be excel- 
lent coking coal, of the same character as that mined in the 
Connellsville region in Pennsylvania. It will also pass 
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tiroughb several large tracts of lumber. 


miles long. 


It will be about 40 


Wich:ta Falls & Winiield.—This company has filed 
articles of incorporation in Texas to build a railroad from 
Wichita Falls northward to the Red River near the mouth of 


the Big Wicbita. 


The line is intended to connect witha 


projected road from Winfield, Kan., south to the Red River. 
Williamsport & North Branch.—This road is now 


completed to Nordmont, Pa., 


6 miles northward from the 


late terminus at Sonestown and 28 miles from the counec- 


tion with the Philadelphia & Reading at Hall. 


running to the new terminus. 
Bernice, 


Trains are 
Work is to be continued to 


15 miles beyond Nordmont, where connection will 


be made with the State Line & Sullivan road. 








ANNUAL REPORTS 


The follewing is an index to the annual reports of railrcad 
companies which have been reviewed in previous uumbers ot 
the curreat volume of the Railread Guzette: 










Page. 

Alabama Great Soutbern. 423 
Ala.,N.O & Pac. June.423 
aad nv ‘Val WT vtngesbabavesn 588 
Ailance, Niles& Ash .. 651 
Amer ¢u-, Preston & Lump... .492 
Ashtabula & Pitt burgp........652 
sichison, Top & Santa Fe......202 





Atlanta & West + oint..... 
Atlan ie & N. C:rolina... 
Athantc & Pac fic ‘ 
B. & O,. Employes’ Relief As’n. = 
Baltimore & Philadeipbia.. ; 
Ray View, L. Trav. & Mackin. 6 "2 


Boston & Albany. ...... ..750 
Boston & L: well ....... san a 
Boston & Muine ....... ........ 23 
Boston & Providence... ee 
Buffalo. N Y.& Philadeiphia.. 16 





Bur, Cedi ir Rapids & No......6 
Cairo, Vineennes & Chicago 










Camden & Atlantic........... 
Canadian Gov't Railroads. . 
Canadian Puacific............ 
Carolina Certral.... 
Central Vectfie .. 
Central ere ag ° ° 
Charlotte, Col. Augusta. eee LS 
CRBPSURDE ns 4. acszenncesess's S84 
Che-apeuke & Dela. Cunal.... 414 
Chesapeaxe & Ohio ........... 240 
Clesapeake Ohio & S. W...... 754 
sheshire ai 

hicago & Alton. ee 

‘hi, Burlingten ney.< 

‘hi. & Eastern Illinois..... : 





‘i & Grand Trunk . 
‘hi. Mitwankee & St. I ral 

hi. & Northwestern... 415, 5 5 
thi, Rock island & Pac... 393, 423 
ni. St. P., M nn & Omaha. 5 
hi, St t. & Pitisburgh..... 
hi. & Western Indiana.. 

hi. & e-t wp gan 
‘in. & Easterr nana 
= » Hi amilton & Dayton. OTT 

,Ind., St. L Chi. ESS. 








a *& Musk: em Valley .3# 

‘in., N. Orleans & Tex. Pacifie 130 
in., Richmond «x Ft. W - ne. 652 
in. & Spr ugfield. Pe 
‘n..Wa h & Balt more 

leve, Akron & Col ........ - 
‘eveland & Canton .......... 
‘eve., Col. Cin & Ind..... 
‘leve., Lorain & Whee ling.. 
‘ve & Pit sburgh..... eee 
leve., Youngstown & Pitts. 
‘olumbia & Greenville, .. 
ol., Hocking Vy. & Tol. 
ee ee ees 
onn. & Passumpsic Rivers .. 
Connecticut River 
Jonsolidation Coal Co... . 
Cumberland Valley 





Pa ee ee ee 





Del. & Hudson Canal Co . ... 
Del., Lacka. & Western.. 104. 156 
Denver & Rw G ande 138, 536 
Denver & Rio Gr, Western 
Des Moines & Fort Dodxze. 
Detro't, Lansing & No 
Detroit. Gd Haven & Mil. 
Dublin & Wrights ilve....... "a 
East St. L. & Carondelet 
East Tennessee, Va & Ga.t 
Eliz, Lex & Biz Sandy 
Erie & Pittsb irgh e ees 
Evansviile & Terre Haute..... 
Fitchburg ss oe 
Flint & Pre Marquette. 
Fort Wayne, (in & Louisv 
Fremont, kikhorn & Mo Vy 
Galveston, Houston & Hen... 
Georgia Pacific 
Georg a Railroad 
Grand Rupiis & Indiana 
GRORE THAR Recs. cs0005 oe 
Gulf, Colorado & Santa Fe 45 
Hanover Junc, Han. & Gett’g.4 
Housatonic icone 
FRouston & fexas Central z 
Huntingdon & Broad Top Mt. ..120 
Illinois Central 5 a 
Indiana, Bloom. & Western....750 
Indianapolis & St Louis ooceme 
Indianapolis & Vincennes. 
International & Gt. No.. 
ron : 
Jeff., Madison & Indianapoiis. 652 
Kans. City, Ft. Seott &.Gulf..4°6 
Kans City, Springfield & Mem 485 
Kansas City Union Depot U 10 256 
Lake Shire & Mich. So.23, 328, 414 
Lawrence . 651 
Lehigh «oal & ‘N avigation C ‘0 140 
Lehigh Valie 68, 27 
Leh. & W key s-Barre Coal Co .” 1: 
Little Miami ; 
itle Rock & Ft 





























Page, 
Louisvilie & Neshville ....605, 714 
Lou'svitle, N. Albany & Chi. 5 
Maine Central.. 
Mar chester & Lawrence ...... 414 
Marquette, Houghton & Ont .. 
Massillon & Cle veland...... .. 5 
Memphis & Charleston. ... 
Mexican (entral........ 
Michigan «Jentral ....... 
Michig in & Ohio.... ... ..... 
Mil..L ke Shor « Western 
‘ innesota & Northwest« rn. 
Mississippi & Tennessee ........1 








Missouri, Kans s & Texas.. ..: 66 













pended to June 30, 1886, on the construction of the Jacques 
Cartier Union Railway, which, as stated in the report for 
December, 1885, it was decided to include in the Grand Trunk 
system. The account also includes £5,248 for 4 per cent. 
shares of the Chicago, Detroit & Canada Grand Trunk Junc- 
tion Railroad Co. acquired; £1,900 for Wellington, Grey & 
Bruce bonds, acquired or exchanged; £5,488 for new works 
and other items. 
The earnings for the half-year were as follows 


1886 1R5, Inc. or Dee. P.c. 
ns | EEE £1.557 041 * 423,857 I. £.33,184 9.3 
IIE sans caeeccee 1.097.714 1.090.737 a 6877 4 


Net earrings,.. £459 3°7 £333,120 I. £126.207 237.9 
Per cent. of exps.... 70.5 769 D. 6.1 

Full repairs and renewals were made, the large net increase 
being due mainly to the maintenance of better rates on 
traffic. 

Tue result of the half-year was as follows 

















TU CREE, GRGBOR ainivccocss Savsbers a5. cecreec £459 327 
ee ern ery Pare ees 35,306 
Rc xbikccuss &? sem, Kaeeshedene peek Bee: Keble £494.633 
Interest and rental... .....22 22. cose. chk hie weabdarks 414 26: 
NN EO ee reer eee ree £80,370 
Sale of bonds, ete............... 48 518 
Realized from North DANONE. ..5.  accccsssaend 26.0.0 
Mitt ics: nits keauinéa sacks ajucnenoetieaahe sae tel £154.888 
Debit balance e, , Jan. eae aces aaseen 1°.9.604 
Credit Galanos, Buty 0, 2GRB occ iccsces 6 Nees sete £25.284 


From this balance the directors recomme end the payment 
of 1 per cent. for the half year on the 4 per cent. guaranteed 


M ssourl t: CHfl€.........000..0 + 66 stoc k. i 

Mobile & Girard... . +. 492 lhe report gives the following statements: 

Montheller & Wells River. eee eins 493 ** Passenger Traffic.—There was an increase of 172,817, 
ee & Lowell.. 41 - 


4 +4 
Nashville, Chatta. & St. L. O84, 60S or 8 
104 


Nate hez, Je wckson & Col 
Naugatuck 
N- w Brighton & New Castle.. rH 
New Castie & Beaver Valley. ..65 








, per cent., in the number of passengers carried during 
the June half-year of 1886, compared with the June half-year 
of 1885, while the increase of receipts was £8.580, or only 2 
per cent. For the first three montbs the passenger traffic was 


New Haven & Northamptoii.. 2's extremely ligbt, caused principally by the small pox epidemic 
iz 


New Tondon Northern 


- » has en- 
NY pp ony Northeast "224° tirely subsided. It was not possible, in consequence of com- 
N Y.,chicag» &St L ....... 686] petition, largely to increase the through passenger fares dur- 
N.Y. & New England. -...-- 5] img the early part of the half year; but the local short dis- | 
N.Y, Cntario & Weatern 2) x3 | tance and excursion traffic was so successfully developed ! 
N.¥.. Providence & Boston.. during the later months, that while the revenue was thus 
yy. Rally wd Commission... .33 | somewhat increased, the number of passengers carried was 
N.Y: West Shore & Buf slo nx} greater than in any previous June half-year. Although the! 
lu4 5 


Norfolk & Westeru.. 
Northern: Central...... ..... 
No:thern Pacifi-......... 
Norwich & Worcester. 








at Montreal, which, the directors are glad to say, 


immigrant fares were, during tbe half-year, 
stored, yet it was not until July 1 that these fares were fully 
re-establi-hed. The number of passengers carried, and the 


Northeastern (south Carolina).. 1¢| average fare per passenger for the June half-years of 1886, 


Northern (New Hampshire)... a4 1885, 1884 and 1888 
th2 < 


Northwestern Ob o .. 
Ogdensburg & L. C ange vin. 
Oh o & Mississippi... 
Oregon [mp ov ment Coa, 
Oregon & Lranse vntinental vo 
Pacific Mail Steamship Cu 
Panama 

Pennsylv ania Com pany. 
Pennsylvania & \ew York.. 
Penneylvania Railroad ..... 


74, 756 











3 were: 








* Freight Traffic —The freight and live stock traffic shows 





175 -rease > » , 
Perrin, Deca ur X Evansville, ..192 | 20 increase in the June half-year of 1886, compared with the 


Ph ladelpnia & Readirg... 
Phila. Wil & Baltim-re.... 
Pittsburgh, Cin & St I 





June half-year of 1885, of 120,110 tons, or 4.19 per cent. ; 
Lf eae of £124,388, or 13 50 per cent. There was an increase 


Pittabureo Clave. & Toteaa’ “008 in both local and tbreugh freight traffic, and tor the last 


Pittsburgh, Ft W uyne & Cui. -65L« 


Pitisburgh & 1 ake Erie......... ” maintained, 


Putsburgh Junction. 


Pitts, MeK. & Youghiogheny.. * 2) carried during the half-year was the largest fer any 
, Wheeling & Ky ... ... ‘g.4 | half-year 
Portland & Ogdensburg....... 120 


Pitis., Wheeling & Ky 


Providence & Wore ster. 
Pullman’s Palace Car Co 
Richmond « Alleghany. 
R:ienmond & Danville 
Richmond, Fred. & 
tochester & Pitesburgn.... 
tome. Wat. & ne 
Rutland {ee 
St. Jo. & Grand Island...... ... 
St. L., Alten & Terre Haute.. 
S' L, [ron mt. & So ...... 
St.L & San Francisco. 192 
St L, Van. 
St. Paul &Duluth......... 
St. P, Minn. & Manitoba 









covereesee C 


0} compared w ith | the corresponding half-years of 1885, 


otemac. . 86 
o. SF 











150 
594, on 


three months the rateson the through traffic were fairly 
The number of tons of freight aud live stock 
June 
in the bistury of the company. The following 
statement shows the tonnage and the average rate per ton as 
1884, 
and 1883, viz. 

Average receipt. 


ber freight. 8. d. 
June, 1886 ‘ 7 04 
* 1885 6 5% 
“1884 7 14 

> 1883 8 1 





* Conclusion. —It is axatifying to the directors to be able 
to omen in conclusion, that the causes of depression on 
which it was necessary to dwell in the last half yearly report, 


Savannah. Fla & Western 344 have now in great part oT away. And it wiil be observed 


DNS FE nn cece crer ceed 
Shenandoah Vi lley. AG 
Sioux City & © acific.. 
South Carolina 
Southern Pac ifie (Cal.). 
Southern Pacitie Co.. 
Sou Ry. & Steamship 
Stewuartstown 


Terre Haute & Indianapolis ...470 | continent. 
Terre Haute & een... 470 


T.-1., Ann Arbor & N. Mew.... 621 








that as they bave ceased to operate, so the traftic receipt< 
have week by week shown corresponding increases. (ireat 
difficulties bave, even in the course of the present year, been 
experienced in maintaining reasonable arrangements fr 
securing remunerative fares and rates for passengers and 
freight amongst the various :ailway systems of the American 
But material progress bas been made, and the 
company’s officers are constantly engaged in devising and 


Traverse City '652| promoting improvements in the general system of divid- 


‘roy & Gr enfield . 
Union Pacific. 
Utica & Black River... 
Vicks»urg & Merid an 
Vicksbur 











ing traffic and of settling the difficulties 


and di-putes 
that continually recur. 


Business appears to be reviving both 


“"" **" 622 | in the United States and in Canada, and the harvest in the 
, Shreveport & P....423 | territory from which the company’s traffic is drawn has been, 


Western ars nd sees nees - 1341 on the whole, satisfactory. The price of wheat. however, 
Western North C aise ote still remains at a very low figure in Europe, and leaves but 
Ww 





West Jersey 
Wheeling & Loke Erie........,. 6) 


ern Union Telegraph Co. p little margin of profit for its transportation from distant 
SD paierans ja | regions. 
a 


Considering the general condition of affairs, the 


\ilmington, Col. & Augusta. .104 figures above quoted of the past half-year, taken together 
“65 


Wilmington & Northern..... 
Wilmington & Weldon .. . 
Wiscons » Central........ .. 
Worcester, Nashua & Roch.. 
Wrightsville & Tennille 






Boston, Revere ere Beach & Lynn. 


This company owns a line from East Boston to Lynn, Mass., 


8.8 miles, and operates a ferry 
It ‘is of ' 3 ft. gauge. 


from the terminus to Boston. 


The report is for the year ending Sept. 


* he earnings for the year were as follows: 











1885 86 1884 85. Inc. or Dec. P c. 

Warnings 292.815 $195,764 I. $27,081 13.8 

Expeuses.... 126 &R1L 114.251 L 12,630 11.1 

Net earnings.......... 895 964 S81.51% [. $4451 177 

Gross earn. per mile ons 2253 22.2468 I. 4477 13.8 

Vet sox 10. 905 9,763 I 1.642 17.7 
Per cent. of exps.... a 569 58.3 D. 14 


Interest and other charges amounted to $33.504, and divi- 

lends (6 per cent.) to $36,000; a total of $69, 504, leaving a 
surplus balance of $26,460 for the year. 

The statement shows a decided improvement upon the 


- ‘rations of the previous year. 


The number of passengers 


carried the nast year was 2,020,640, an increase of 291,000 


over 1884-85, 


Grand Trunk. 


The report of this company for the half-year ending June 30 
last shows an werease of 6 miles m road worked, as follows : 
The Jacques Cartier Union Railway, included in the Grand 
Trunk system 614 miles ; additional lines at Sarnia Junction, 


Toronto Junction, and at W iartor, 2 mules ; 


miles : 
total increase, 6 miles. 


together 8 


; less track removed at Lindsay “Juncti cn, 2)4¢ miles ; 


The charges to capital account were £44,035. The princi- 
pal item in that account is £25,458, being the amount ex- 


with the results, so far, of the current half-year, are, “under 
all the circumstauces of the case, of an encouraging nature ; 
and the progress made by the company toward recovery from 
the calamitous and depressing effects of the working of 1885, 
has shown a recuperative power in the Grand Trunk system 
which cannot be deemed otherwise than reassuring and satis- 
factory. * 

** Controlled Railwaus.—The same causes which have led 
to an improvement in tbe working of the Grand Trunk sys- 
tem have also affected more or less favorably the half-year’s 
operation of the Chicago & Grand Trunk, and the Detroit, 
Grand Haven & Milwaukee. The accounts of these lines are 
only finally adjusted at the end of each vear, but the follow- 
ing statements show the estimated revenue results for the 
half year ended June 30. 1896, compared with those of the 
corresponding period of 1885. 





CHICAGO & GRAND TRUNK. 
The statement for the half-year is as follows : 
1886 1885. Ire or Dec. P c. 
Earnings... . £290 273 £27,593 J. £17,680 65 
txXpeuses ......... 237.373 207,477 =D. Jus 
Net earnings..... 252,900 “£3 3S 1 16 I, £17.784 50.8 


There is a debit balance to be carried forward to the ac- 
counts for December hal*-year of £36,853, as compared with 
a debit balance of £49,459 similarly carried forward from 
June 30, 1885, and £18,137 from June 30, 1884, 

DETRO!IT, GRAND HAVEN & MILWAUKEE, 

The statement for the half-year is as follows : 


18855 18 5 Increase. P.c, 

Earnings ......... . £114,925 L10L H73 £12 952 12.7 
Expenses .. 87 57 81,966 5,6 0 6.8 
Net earnings ........ £27,349 £20,007 £7,342 36.7 


There is a debit eis of £5,897 to be carried forward 
to the accounts for the December half-year, as compared 
with the debit balance of £12,055 carried forward from 
June 30, 1885, and £4,998 from June 30, 1884. 





partially re- | 


Old Colony. 
This company’s lines cover the whole of Southeastern Mas- 
sachusett-, and extend to the west and north of Boston as far 
as Fitchburg and Lowell. They are as follows : 


Boston to Newport, R I err 
— Braintree by Miduleboro to Somerset Junetion nussoes 47.00 
S -utb Bra ntree to Piyn.outh = f 
Braintree by Cohass:-t to F ingston ase seeee 
Cape Cd Line, Middleboro 10 Pr ovincetown 
Nine shcrt branches and cunnectioos...............+. 
Northern Division : 
Fitchbur: to New Becford.... 
Fair Haven to tremont. 
Framingham to Lowell....... .... ss pabakee 
Seven short branches and ‘connections see os 






DONG OWMOE 500 00ns sscccsescenesccnacsce 
Fall River Rail: oad, (Oe aa RR Sr ae 
NE caren e: phakic ds moe ene . 469.38 


The company also owns the Fall River, Warre en & Provi- 
dence road, 5.79 miles, worked separately: trains from its 
Fitchburg line run over the Boston & Albany track from 
South Framingham to Boston. Itowns a controlling inter- 
est in the Old Cclony Steamboat Co., whose lines run from 
Fall River and Newport to New York, and a large -nterest 
in the Nantucket & Cape Cod Steamboat Co. The report is 
for the year ending Sept. 30 last. 

During the year Dom was increased $200,000 by the sale 
of 2.000 shares for cash, as noted below: its amount is now 
$10.848.620, The bonded debt is $9,461,600, a net decrease 
of $11,700, 

The earnings for the year were as follows: 





1885-86. 1884-85. Increase. P. c, 
Passengers me % AN 2,049 $2,°29.06L $152,088 68 
Rr 8* 74 1,754.389 92875 5.3 
Mail. exp. and ex. baggage. 192, 38 176.505 16,033 9.1 
Reuts, ete........ ‘ 96.18! 80,531 15.850 19.8 








$4,5280°2 $4 251.186 $276,846 6.5 
%.225,104 2,970,150 254,974 8.6 


Total... 
Expenses 





$1,307,928 $1.28). 056 2: 872 





Net earnings... ...... * By 

Gross e: arn per mile owas 9.647 9,64 53. 64 

' Net ions 27716 2.732 44 36 
Per cent. of exps. ae 71.2 69.9 1.3 


beige 9 earnings of the company have exceeded by the 

j sun of $276,846 those of 1885, before the largest in the bis- 

| tory of the road. Expenses include taxes, w shich amo unted 

| to $234,397 last year, against $236,943 in the previous eat. 
The result of the year was as follows : 

Net earnings from business. . - «esos $3,302,998 
eOOTONG BOWE 0. 6 ese ccescccsccces $58 2.545 

| Less imterest und dividends received......--. 89.933 


Balance of interest account ......... . $492,602 








Average fire. | Track rentals. is da teeenene oe eee 32.c94 
Passengers. 8. d. | Dividends, 7 per Cent.....-.--.-.scececeeeeeee 76! 747 
698 | June, 1886..... 2.207.383 °5 4 OY 3 1.287.043 
53] ** 1885 2.054.448 4 34° ars 
“* =618BE .... 2.1.8 999 4 16% Surplus, credited to improvement account....... $15,.8r5 
~ 1883... 2 9 787 5 4 


The balance of income for the year has been carried as 
heretofore to improvement account. and will be used to pro- 
vide equipment and other improvements re quired for the in- 
creasing business. The balance to the credit of the surplus 
account on Sept, 30, 1£86, viz., $762,51€ will provide for the 
taxes tu be paid to the state in Nove mnber and in part for the 
dividend of Jan, 1, 1887. 

The traffic for the year was as follows : 


1885-86. 1884-85 Ircreare. P.e. 
Passenger train mi! les. 1,840,975 1,700,997 149.978 8.2 
Freight FPA BRS 719.689 5.694 6.8 
Total ioco. miles .. 3,551 854 3 384.124 197.730 8.9 
Pas-ergers carried... 9,1 68,790 8 3°0.874 747 916 1.0 
Passenger miles 134,813,164 124,174,68L 10.638,483 8.6 
Tors treight carried... 1,864,306 1 692,15 172,181 10,2 
Ton-miles .. 6 3602 "258 60,154,191 3,226,067 | 3.3 

Average t ain lead: 

Pass-»gers. No 732 731 0.1 OL 
Freight, tons 87.3 83.6 3.7 44 





The average passenger journey last year was 14.87 KO | 
the average freight baul 33.99 miles. Lecomotives ran 1.38 
miles to each revenue train mile, 

Tine equipment of hong road has been quite largely increased 
during the past yea locomotives, 22 passenger cars » 2 
parlor cars, 3 ‘bagge a ears, 1 flat car, 1 caboose ¢ car, 2 2 
derrick cars, 75 box cars and 51 dump cars have been built 
or purchased. A portion of this replaced cars and enyines 
condemned, but most of it was additional, and inc reased the 
value and efficiency of the equipment. 

During the year 4,273 tons of steel rails and 253,503 
sleepers have been laid down, of which 1,101 tons of 
rails and 38,560 sleepers were used for the new. sec- 
«nd tracks. The new rails, weighing 67 pounds per yard, 
have been substituted for the lighter rails in the main tracks 
between Boston and Fall River, ‘and tbe rails taken up, which 
were in perfectly good condition, have been laid upon those 
portions of the road where the traffic is lighter. The whole 
road has now been Jaid in stee 21 except between Orleans and 
Provincetown, a distance of 25 miles. This track will be re- 
placed with steel in the coming year. 

The work on new station buildings has been continued; 16 
iron bridges have been constructed in place of w ooden 
bridges removed, and a number of grade crossings have been 
discontinued. The second track upon the Northern Division 
has been completed from Mansfield to Walpole Junction. and 
from Pratt’s Junction to Fitchburg. and the most difficult 

art of the work upon the second track upon the South Store 
Railroad, the removai of the Jedges in Braintree and Wey- 
mouth, bas been finished, and about five miles of this branch 
is now nearly ready to lay the rails. The cost of the work 
upon the second tracks during the year has been $323,294, 
which has been charged to construction account. Great i im- 
provements in — and alignment have been made where 
the second track has been built. 

The construction of the second track between Sherborn 
and Marlboro Junction was deferred on account of threat- 
ened disturbances in labor. The wtole length of double 
track at present is 94 miles. The branch built to counect 
Brockton and South Abington bas proved profitable to the 
company, and a great public convenience. A similar branch, 
about 6 miles in length, has beer projected to connect Brock- 
ton and Easton, by way of West Bridgewater. Its probable 
cost, will be about $150,000. The purchase of additional 
land at many places is noted, as is, also, the intention of the 
company to remove its car-shops to South Braintree. The 
great flood of last February and the damage that it 
caused to the road is referred to, and it is stated that 
$94,644 bas thus far been expended in repairing the loss 
then suffered. 

The total charges to construction accounts were as fol- 
lows : 










L»n‘s bought. less lands sold........ $41,601 
Sh: wmut a d Brockton branches. . 5a 
| ere er rere ee 
Lowell & Framingham R. R ..........0+.s00000 627.905 
Ee 4 ss ha useibanns naked oeesnee .. $993,673 


The consolidation with the Lowell & Framingham Rail- 
road Co. was completed in April. The cost of the 26 miles 





of railroad with extensive depot lands in Lowell, under the 
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terms of union, was $627,905, 
struction account bas been increased. The property accounts 
have been, however, diminished by 434,017, the value 
of stock and bonds beld by the company on Sept. 30, 1885, 
and used in the union. 

Bonds to the amount of $56,000, bearing 5 per cent inter 
est, due in 1891, were issued and exe hanged for the 4! per 
cent. bonds provided by the agreement of union. The pre- 
mium on the latter, amounting to $2,800, was received by 
the company and is credited to the improvement account. 

To provide in part means for the payment for new con- 
struction and improvements, 2,000 shares of new stock have 
been sold for the sum of $353,250. The premium, $153,259, 
has been credited to improvement account. The balance to 
the c — of this account, Sept. 80, 1886, was $197,203. 

The New York business in been as large asin former 
years, and to provide for the prompt and efficient transporta 
tion of freight a new freight steamer, the ‘* City of Brockton,” 
has been placed upon the line by the Old Colony Steamboat 
Co. at a cost of about $225,000. The line is now fuily 
equipped for both passenger and freight business. The Old 
Colony Steamboat Co. has purchased and canceled $159,000 
of its bonds, payable in 1896, during the year. 


Columbus & Rome. 





This company owns a line from Columbus, Ga, to Green 
ville, 50 miles, The report presented at the recent annual! 
meeting covers the operations of the road for the year end- 
 ¥ Aug. 31, the first full year since its completion to Green- 
ville. 
The earnings for the year were as follows : 
Kernings ($!,363 per mile) ........0 62... wee eee 


. $69,142 
Expenses (04 D per cent.)...........05000 ceeee 


65.481 

Pe 0) ee $3,661 

Expenses include $9,690 for improve ments of track and 
bridges and $1,821 for new cars. 

The President says: ‘‘ The increase of expenditures is 
partly accounted for by the large amount of work done upon 
the road in the removal of trestles and bridge work and sub- 
stituting therefor culverts and in filling the openings with 
earth, thus making permanent instead ‘of temporary work. 
When the property came into your possession there was some 
apprehension felt as to the security of many of the trestles, 
and in view of the cost of the extension to Greenville but lit- 
tle more was dcne than to repair and make them temporarily 
secure. The period has now come when more attention 
is paid to the old portion of the road, aud wherever 
brick and terra cotta water-ways can be used, they 
will be put in place of open trestles. This, in view of 
the broken character of the country, and of the num- 
ber of these epen bridges, will, with our limited means. 
be the work of several years, and the true policy of the road 
will, inmy opinion, be to spend every surplus dollar we may 
have in the improvement of the roadway and track. While 
the increase of carnings over the previous year has been 
gratifying, still they are far telow the necessities of our road, 
and it is to be hoped there will be a still further improve- 
ment in this respect in the year we are just entering. Less 
than $2,000 per mile earnings cannot bring up and maintain 
the road at such a standard as will meet the requirements of 
the business public and this amount, unless rates are below a 
living point, we should expect from the character of the 
country and of the people from whom we derive our 
revenue.” 


Galveston, Harrisburg & San Antonio. 


El! Paso, 
936.56 miles in 
The report is for the 





This company owns a line from Houston, Tex. 
$53.13 miles, with 83.48 miles of branches : 
all. There are 97.22 miles of sidings. 
year ending Dec. 31. 

From March 1, 1885, the road is leased to the Southern 
Pacific Co., the lessee paying all charges and 16!, per cent. 
of the net protit remaining atter such payments. 

The equipment includes 113 locomotives ; 22 passenger, 9 
sleeping, 2 parlor, 12 emigrant, 8 combination and 13 baggage, 
mail and express cars ; 1,155 box, 207 stock, 379 box and 
stock, 1,093 flat and 43 caboose cars; 3 officers’ cars and 107 








service cars. 

The general account is as follows, condensed : 
NE easy aniee crise slice Sivnc ks os iewsesialcsias $°7.095,030 
Funded debt . . 25,58 -,000 
Texas state school fund loan ......................... PSL 572 
Suoiry habiuties ..... SE AEE Nee 1,465,209 
Iucome account, UR Sets or rea, ake ee 427.5 576 

MN gta gt noice Sa Gamba? bobariats 
Road and equipment eee stiemeece . $53,159, 
Cish and suadry assets .... 1,227,842 


|: eres 721 485 





53,108.387 

The bonds held include $365,000 Eastern Division seconds, 
$355,000 estern Division seconds, and $1.485 city and 
county bonds. The funded debt includes $4,756,000 first 6s 
and $1,000,000 second 7s, Eastern Division; $13,418,000 tirst- 
mortgage 5s and $6,709,000 second-mortgage 6s, Western 
Division. 

The earnings for the year were as follows : 











1885 1884. Inc or Dec. P.c 
MIEOUNRS 0 go ckce nce $3 253 977 $2,909,590 I. $351,487 12.1 
Expenses 1,704,970 1.979,760 D. 274.799 13.9 
Net earnings ... ... $1,549,007 $922 830 : $626. 177 77 (6 67. 8 
Gross earn per mile.... 3474 3,099 375 12.1 
Net ” aa ones 1.654 985 t 669 67.8 
Percent of exps. ees 52.4 68.2 D. 15.8 


Taxes, interest on bouds and on floating debt last year 
amounted to $1,480,365, leaving a net sur plus of 368. 641 for 
the vear. agaiast a deficit of 3 $410, O86 in the prececing year. 

The income account tor the year was as follows: 

Earnings for two morths.... 
Miscellaneous receipts .. ©... 2... eee eee ee 
Rental from Southern Pacific Co.,10 months .. 








Total... «. Rds eeeeer elt , parts 
Expen-es, i: te.est, ete. ie Z months ... .-..-- , “$586.4: 16 
SINC MI cicada wade, amswnwiec nosed 505 40,078 


——— 626 514 


$14,848 





Balance, surplus for the year 






Balance trom previous year ....... ... eee. $753,594 
Less back interest, loss on suppli- mie ee .. 330,866 
—— 422.728 
Balance, Bro. Bt, 1965 oo... occ. cesses cccccsccee $437,576 


The report says: ‘‘There has been no change in the posi- 


. ' 
by which amount the con- 





| Rive: 
| from Sabine Pass, Tex. 


| March 1, 


| 
} 





tion of our claim against the state of Texas for the lands we ' 


became entitled to by the construction of the Western 
Division, amounting to about 6,977,440 acres of land. As 
the many advantages accruing to the state at large. by the 
building of this road, are becoming more manifest with each 
passing month and appreciated by “its citizens, we expect that 
the state will see the «quity of our claim and grant the lands 
we have earned. In addition to these lands the company 
owns also 1,443,200 acres m various parts of the state, and 
town sites, lots and other valuable terminal real estate and 
Jand aggregating about 17,640 acres, all of which is con- 
stantly enhancing in value and which can be applied toward 
the reduction of its bonded debt.” 





Texas & New Orleans. 





This company owns a line from Houston, Tex.. to the 8 
at Orange, 104.16 miles, with the Sabine Division, 
. to Rockland, 103.57 miles: a total 
of 207.73 miles. The report is for the year ending Dec. 31. 
The road was leased to the Southern Pacific Co. 
1585, the lessee to pay all charges 
cent. on the net surplus received from the road. 
The equ pment includes 21 locomotives; 51 
sleeping and 2 baggage, mail and express cars; 
stock, 685 flat and 7 caboose cars; 
The general account, condensed, 
‘apilais 


abine 


and 7!g per 





passenger 
162 box, 25 
1 road or service car. 

is as follows : 





from | 


302 box, 
14 caboose ca7s 


5 refrigerator, 87 stock, 50 gondola, 
: 1 pay car, 


142 flat and 
1 derrick car and 1 tool car. 











The general ace ount, condensed, is as follows : 
a ee ee Eee ° $5.466,200 
ee ee ee eo ee Neer ee 6 €0 1,000 
Accounts aud baler “8 payable.. yh bits wie,’ emia tater’ 8342 603 
Ineume ucecun:, balance... Readies \eviomae 6.9435 

| Total. SOT eM ee 
Road and equi ipme nt . $12,993,943 
CET ROR MENS. 65. cewecccecne 39.443 
Con-olidated bonds unsold. .. ... 342,000 
Accoun s receivable ..... 1° 0 089 
II sce ce cthik Gene's 32 ee 


CK oS. De “$504. 540k Sap ORES $5,00%, 006 | 


F. in ied ¢! ‘ebt Speen er rer 4.279 000 | 


Sed 481,.6.2 
539,950 


State schoo: fund loan, 6 per cent 
Suudry liabilities eas 


batauce 





Income accouut, batance 1. we cece es ccc c eevee $30,721 
Total ert Se Sree CN 

Road aud equipment...... ecerertre ae 

Sten 7. ie Wine cele vouwarn ence) eas tone 152,552 

Cash and other assets............ 47109 


11.131.32% 
The funded debt includes $1,620,000 first-mortgage main 
line 7s ; $2,075,000 first-mortgage Sabine Division 6s and 
$584,000 debenture 6s. 
‘} be earnings for the year were as follows: 
Earninzs ($4.899 per mile) 
Expenses (02.6 per 


CUNE.) ccs sseess 


. $1,017.618 
enna 535,481 
$482.187 
321.851 


Net earnivgs aie 321 per mile) ...... 
Iutercs , taxes, etc.. 


Surplus for the year. & waaay ~ $160.2 256 

This statement inc ludes ‘two months of operation by the 
company and ten months reported by the lessee. 
The income account for the year is as follows: 

Earnings of roa:, 2 mouths. 


-- $145.930 





Miscellane: us receipts Mus ancl TRE Eee 7 304 
Rental from Soucnern Pacific Co., 10 months .......... 87,380 
te Pe gm are oar ae . $239, 714 


Fxpens:s interest, etc.. 
Old claims, interest, ete............. 





D-ficit for the year........ 
Balance frum previous year ... 


Surp'us, Dec. 31, 1885 


. . $830.721 
The company has state land grants | amounting te 818.769 


acres for the main line and 663,680 acres for the Sabine 
Division. An extension of the Sabine Division to Shreve- 
port, La., is proposed. 


Morgan’s Louisiana & Texas. 


This company owns a line from Algiers, La., to Cheneyviile, 
204 miles, with 54.5 miles of branches, and leases the use. of 
the Texas & Pacific track from Cheneyville to Alexandria, 
23.8 miles, a total of 282.3 miles of railroxd. It also oper- 
ates steamboat and steamship lines between New York and 
New Orleans, New Orleans and Texas ports and to other 
points. The report is for the year ending Dec. 31 

The ered was leased to the Southern Pacific Co. from 
March 1, 1885, the lessee to pay all charges and 2214 per 
cent. of the net profits. 

The railroad equipment includes 47 locomotives; 32 pas- 
senger, 6 sleeping, 3 combination and 12 baggage, mail and 
express cars; 798 box, 76 stock, 404 flat anti 10 cabvose cars: 
52 service cars, The floating equipment includes 16 ocean 
steamers; 2% river steamers; 4 ferry boats; 10 steam tugs; 
20 barges; 4 steam dredges; 2 steam derricks and 6 mud- 


scOows., 

The general account is as follows, condensed : 
Capitat st an eas aianentes ai $5.000, 
Funde.! debt......... "6,728. 
Sundry liabilities... ee 2, 
Tucome uccount, balance.. 5.336. 








Total... bi Raph sldats inka Sind 
Read and other pronerty satiate wihaahsiete en $14. 163.712 
Cash, bills receivable, etc 21.8.4 


$17,057 516 








— -- —  17.987,516 
The funded debt includes 35,000,000 first-mortgage 7s ; 
$1,477,000 first-nortgage 6s and $251,716 old New Orleans, 
Ope.ousas & Great Western first-mortgage 8s 
The earnings of the company’s transportation lines for the 
year were as follows : 





1884. Inc. or Dec. Pe 
Earnings.... . 3 $3 629,005 I. $603,012 166 
Hxpeases........ 2,6°.9 432 2.46,.868 I. 163,584 66 





Net earnings ...... $1,602,566 $1,163,187 I. $43 39,45 29 37 












Per cent. of exps... 62.1 67.9 BD. 5.8 re 
Charges on net earnings last year were: Rentals, $229,- 
620; taxes, etc., S113. 550; betterments and additions, $51, 
984; interest on bonds, $458,757; a total of $853,911, leav- 
ing a surplus of $748,655 for the year. 
The income account for the year was as follows : 
PR DPA. : «5s sivoe ony aheaeaensauad bas ks $63" 958 
Gulf. West Tex :s & Pacific RR 60.) 123 41z 
Miscellaneous FOCOIES..0. cc. -cc-ccvsccce 00 ces 79,416 


Kentul from Southern Pacific Co. , 10 months 2.141 











Total. iis See nie Rien a mew sive wie Fed cate $1,097,827 
Fxpenses. interest, ete., 2 months ......... $659,550 
Miscellaneous ExpenBes...... 22... cccevecees 75,768 

-— 735 318 

Surplus forthe year .. Cn. ageimome hed: kawees 2 609 

Balance from previous year.........  .seeeeese. 4, Sond, 018 





TR a 

Extensive improvements are Teported on the Bose 
report Says: 

** During the year 81,135 cars were transferred across the 
Mississip ypi River at an average cost of 59 cents per car. 

This large amcunt of work was done without a single 
mishap, which remark will also apply to the entire line, where 
we have been practically exempt from accidents. 

‘*The three new steamships, * El Dorado,’ * El Paso’ and 
‘Eureka,’ chartered for service in the New York & New 
Orleans line, have in every way met the purposes for which 
they were acquired, and have added very materialiy to the 
company’s revenues; so much so, and because of the increased 
traffic on this route, a similar and additional steamer has 
been arranged for to meet future requirements.” 


5,336.627 
The 





Kentucky Central. 


| This company operates a main line from Covington, Ky., to 


Livingstop, 153.51 miles, with branches from * Maysvilie to 


Paris, 49.33; Paris to Lexington, 19.17; Junction to Rich- 
mond, 31.26; a total of 253.27 miles, with 24.60 mites of 
sidings. The report is for the year ending Dec, 31. 


Of the mileage worked 219.57 miles are owved and 33.70 
(Richmond Brauch and 2.44 miles main line) leased. Of the 
road owned a!l except 36.73 miles of the Maysville Branch is 
laid with stee! rails. 

The equipment includes 27 locomotives; 23 passenger, 1 
chair, 2 combination, and 10 baggage, mail and expresscars; 





— 13,5°8 428 
The funded debt insludes $2,000 old 7s ; $119,000 Cov- 
ington & Lexington 6s : $100.000 Covington & Lexington 
5s and $6.379,000 consolicated bonds, 
The earnings for the year we re as follows : 





Freight 

Pass-ngers. ; bid 
Mail and ex press - 
Miscellaneous .. 


Total 
Expenses .. 


$847 O71 
547.450 


eal $:109.621 





Netearnings.... .. $318 487 D. $&.866 2.8 
Gross earn, per mile. 3,664 3.9%9 D 325 8 1 
Net 39 1378 D. 39 «2.8 
Per cent of exps 655 D. 2.0 





Pa. ‘harges, including intorest on floating debt, amounted last 

oar to $399,513, or $89,892 more than the net ear nings. 

ae statement showing the total receipts and disbursements 
is as follows: 





N. tearnings., as above........ $309 621 
UE NN Sais) ship. oon: ae baenwe ni aw bee ade carwabe 76,7 97 
TO NOD Seicarsiececsne Kae xa weewessehsies 108,174 
Ses oe ke DP Osaeipe tiene WS be nee $494,492 
Taxes, judem-nts, MESES -ecuaihl cake $83,053 
Rental of leased lines........ .... 61.210 
1 we rest on bonded debt. 254 250 
Cousuuction and improv ement. . 94,879 
—-— 494,392 


The coupons unpaid for the year amounted to $140,195. 
Of the construction expenditures $58,8C8 were on the Liv- 
ingston Extension. 

The traffic for the year was as follows : 


1885 1884. Inc.orDec. Pe. 
Passenger train. miles. 359.025 406 842 D 47.817 11.8 
Freight 287.713 2743701 I 14.012 5.1 
‘Total iocomotive miles. 893, 60 9:9,312 D. 36052 3.9 
Passengers carried.... 418601 428,857 D. 10, 56 24 
P ssenger miles... ..12,352.90) 14470.859 D.2,1'7.959 14.6 
Tous f: ‘eight earried.. 321,948 310.349 I. 1:599 384 
Ton-miles . ..24,566,146 23,497,161 I 868,985 37 

Average train bead: 


Puss: ngers. No.... ... 316 356 D. 

Freight, tuns.... ... 84.7 85.8 D. 
Average rate; 

Per pussenge -mile ... 

Per tou-mile. 


— th 
oO 
et 
~ 
Ew] 


2390cts. 2.3%5 cts. IL 
1.991 °° 227 * DOlZ6* 16.2 

Last year yoemoene -train cars ran 1,452,591 Jmiles and 
freight cars 4.2 04 miles; 23.4 per cent. of the freight car 
mileage was of empty cars, The earnings per passenger train 
mile were 98.87; freight train mile, 168.51; average of all 
trains, 120.97 ; expenses, 82.82; net earnings, 48.15 cents. 
The average train was 4.05 passenger, or 14.31 freight cars. 
Locomotives ran 1.38 miles to each revenue train mile. 

The average passenger journey was 29.51 miles; the aver- 
age freight haul, 63.22 miles. Through freight furnished 47 


0.0°S5ct. 2.4 





4 





er cent. of the ton-miles. The rate per ton-mile was: 
Through, 0.913; local, 3.661; coal, 3.319; average, 1.991 
cents. 


The President’s report says : ‘‘ An arrangement was made 
with the holders of the $220,000 Covington & Lexington 7 
per cent. bonds, due on June 1, 1885, by which they were 
extended fur a period of five years, with interest not exceed- 
ing : A rcent. per aunum, 

** We bave been unable to perfect suitable arrangements 
for c¢ be a the Ohio River and for terminal fac ilities in Cin- 
cinnati, and this, together with the failure to secure the co- 
operation pledged by the lines tormed to operate a new 
through line from Cincinnati to southeastern points and Flo- 
rida vt Livingston and Jeilico (an essential measure to make 
the extension profitable), have arrested the development of 
tne earning power of the road, and the earnings have in con- 
sequence fallen considerably below our expectations an 1 the 
requirements of the fixed charges for the year, which have 
been, including $25,833 for taxes, and $13, 200 tor judg 
ments chargeable to previous | years’ operation, $399,513, or 

$89,892 in excess of the surplus available for their pay ment.’ 


Louisiana Western. 


This company owrs a line from Lafayette, La., to Orange, 
112.03 miles ; there are 12.73 miles of sidings. The report 
is for the year ending Dec. 31. 

The road was leased to the Southern Pacific Co. 
March 1, 1885, the lessee tou pay all charges and ¢ 
cent. of the net surplus. 

The equipment consists of 9 locomotives ; 4 passenger, 3 
sleeping and 2 baggage cars; 122 box, 50 stock, 124 flat and 
6 caboose cars; 1 service car. 

The general account is as follows, condensed: 


from 
; per 








PENNE acsae esbectebsanes ee, Neanee’ sabecdcns $3,360,000 
*unded dent .. 2,240,000 
Sund y liabilities 19,590 
Incume accouut, 292.309 
UM dincicns, wackwavecSoiewsnss. dukbS a.ceeeee .. $5,911,949 
Road and + quipment det een eke bein uem $5 637.935 
Cash and suudry assets. .... .... ....... 274.014 
———_——_ 5,911,949 
The earnings for the year were as follows : 
1885. 1884. Inc. or Dee Pe 
EKarnings..... cececceseeee $627,316 $485,707 I. $141,609 291 
Expenses........ "266.940 26€,162 I 17,778 66 
Net earnings ... Le $340.! 376 $216,545 I. $123 831 571 
Gro- S earn. per mile 5.602 4337 I. 1.265 29.1 
Net ae 3,039 1,933 I 1,106 57.1 
Prcent.«f exps.. .. 45.7 554 Dz. 9.7 


Taxes and interest for last year amounted to $140,075, 
showing a surplus of $200,301 for the year. 
The iucome account is as follows 


Exurnis es of road 2 months.. $91,721 
Rertel from Southern Pacific Co -10 ‘months. BERG 
MisGe Hl MOUUS TOCENNG occ cccvccscieses) se0sces 869 





WANED Gskssc, utvsaese ba 
Fxpeuses an’ ‘interest, 2 months .. 
Uid claims settled, etc. 


Surplus for the year .. 
Calauce f om previous year 





Total balance of income account 

So far this year the road has shown an increase in pecan 

aud a decrease in net earnings, resulting from the continued 
low rates on the through traffic. 











Pa a ae eee 


